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that the foreign interests are more strongly entrenched 
in New York than anywhere else and “they are con- 
stantly advising our government either directly or in- 
directly what to do with the American merchant marine.” 
In other words, a publication that sides with those who 
are putting out this statement is an organ of sweetness 
and light, and a publication with an opposite view is a 
representative of foreign interests. 

The authors of the statement find cause for con- 
gratulation in the fact that, though some representa- 
tives in Congress have not been aggressive in defending 
the merchant marine, others have recently taken a dif- 
ferent attitude, and’it quotes some of them. We do 
not question the motives of these members of Congress 
any more than we question those of the members who 
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have not been aggressive, but we know of no cause in 
which a member of Congress, in the absence of any 
decided sentiment in his district to the contrary, could 


be expected to grow more eloquent and bombastic than 
eee ere that of an American merchant marine. Just to state 


Sometimes the motives of those for or against a pat- it gives a slogan with which any ordinary congressman 
ticular policy are so obviously and certainly selfish or may enthusiastically pound the table and rumple his 
corrupt that, in taking the other side, it is wise to expose “},ir while he utters high sounding words and points to 
them. But, unless there is such certainty, charges of Old Glory. Nobody could want a better text for oratory. 
bad faith and ulterior purposes are bed tuctics. In the 9, i. » couse in witch the unthinking or loose-thinking 
first place, they are unfair, and, in the second place, may well enlist, especially when not to enlist brings on 
those offended by them are vedi’ converted by them one’s head the charge of lack of patriotism, ignorance, 
and even those who are not in need of conversion are nq being influenced by “foreign gold.” 
frequently driven out of the fold because they are not 
in sympathy with the methods used. They make no 
friends and many enemies. 

Many of those who are active in their support of an 


Americ merch mari i ‘ 
eer oes arine, conducted under this or The President of the United States in 1924 appointed a com- 


that policy, would do well to profit by this truth. A sie to — recommendations as to the needs of the American 
case in int j erchant Marine. This committee was composed of representatives 
R oom os peerage eee ante unger date of of the Shipping Board, the Fleet Corporation, War, Navy, Com- 
September 6 by the Middle West Foreign Trade Com- merce and Treasury Departments. In its report this committee 
mittee. It refers in the opening paragraph to the stressed the importance of “additions, replacements and improve- 
‘ - a : . ments” and urged the construction of new vessels. Certainly the 
slanderous” criticism with relation to the merchant War Department, the Navy Department, the Commerce Department 


marine. Of course, the critics of certain merchant marine and Treasury Department are not all “pirates.” Le. 
The Shipping Board has sold to private companies eight lines 


policies _— slanderers, but the supporters of those poli- composed of its best and most profitable ships at prices which con- 
cies never are! Then it says this criticism “largely has _ stitute a tremendous advantage in competition; they are being ee 
. +s : : : tected by the board and all loyal citizens should support them. 
is origin and invariably emanates from owners of foreign As a matter of fact, outside of the privately owned shipping lines 
ships and is often passed on by certain American citizens that have been established by the United States Shipping Board _— 
: : 3 : the vessels sold from the government fleet, eight lines in all whic 
who are either badly informed wal have a selfish interest are in operation, we know of only two American companies exclu- 
at stake.” It refers to an editorial in the Port of New _ sively flying the American flag. So when these violent opponents of 
e : the American Merchant Marine talk about the protection of private 
York defending a government owned merchant marine American companies other than those created by the Shipping Board 
against an attack on it in the Wall Street Journal as __ itself, they are addressing themselves to the defense of a - ¢ 
. : people which at the present time does not exist. It is wondere 
showing that all of New York is not bad any more than whether these people represent the whole business interest of their 


all of any other city is all bad. It just happens, it says, community in which the importers and exporters outnumber the 
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That we may not seem to be simply picking out 
parts of this statement for criticism*and ignoring the 
others we quote from it: 
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Liumors TRACTION SYSTEM is. the only 
railway that enters St. Louis over its own rails and its own 
bridge. It connects with all railroads in St. Louis and has 
arrangements by which every private industry on other 
railroads in St. Louis may be reached under switching ab- 
sorption and also many team tracks throughout St. Louis 


may be used in serving industries not provided with private 
industry tracks. 


Illinois Traction System has joint freight rates with 
principal railroads throughout the United States. 


| Freight shipment to, from or via St. Louis receive 
| prompt handling and personal attention. 
| 


OFF-LINE REPRESENTATIVES 





BIRMINGHAM................ L. Poole, 415 1st Nat’l Bank Bldg. KANSAS CITY........ +++Le W. Gent, 930 Board of Trade Bldg. 
eee ae D. R. Peck, 231 S. La Salle St. MEMPHIS... .....eeeeeeeeeceneees H. W. Stigler, 33 Porter Bldg. 

CIN i % MILWAUKEE.. KéudeGeioetd Chas. Litzky, 601 Ry. Exchange 
CIN , SEE Alvin Roehr, 301 Bell Block NEW YORK. = Kelz 501 Maritime Exchange 
CLEVELAND. .....cccceccee Jay L. Dorsey, 205 Hippodrome Bldg. PITTSBURGH..... ieeReE D. Forde, 523 Park Bldg. 
SRT, 7: E. R. Horton, 827 Wilson Bldg. SHREVEPORT................ W. P. Lambert, 422 Western Ave. 
DETROIT... .ccccccccsvcceccle F, Beach, 703 Transportation Bldg. TULSA 


Beeseve tresceccccsecsseceseeeLn W. Gent, 505 Daniels Bldg. 
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shipping interest one hundred to one or some third interest not yet 
manifest. 


The statement concludes as follows: 

These statements of congressmen are interesting and encouraging 
and it is believed that we have good reason to hope for some 
successful results from the next Congress. There is no reason in the 
world why everybody cannot consistently get behind the program 
of modernizing our merchant marine without committing themselves 
to permanent government ownership and operation. As Congress- 
man Burton says, when the lines have been firmly established and 
can be profitably operated, private capital will be glad to come 
forward and take them over at a fair price. 

We agree with Mr. Burton, as here quoted. But 
there are some pretty big “ifs” to be overcome before 
private capital, under the conditions he names, can be 
expected to take over the ships. We suggest that mem- 
bers of Congress and others wave the flag a little less 
and give more time to telling us how the lines are to 
be firmly established and profitably operated so that 


private capital will be glad to take them over. 


RAILROADS AND SHIPS 

A suggestion made by Edward N. Hurley, former 
chairman of the U. S. Shipping Board, that an adequate 
merchant marine for this country might be assured if 
the railroads would undertake the ownership and opera- 
tion of the ship lines, has spread like wildfire and is 
being advocated in the newspapers and elsewhere as if 
it were the solution of all our troubles. There are ele- 
ments of wisdom in much that has been said but the 
suggestion, nevertheless, and the way in which it has 
been received have their humorous ‘aspect. It is as 
though someone had said: “The country has a huge 
national debt; wouldn’t it be fine if the railroads would 
pay it?’ and then everyone were to throw up his hat 
and yell as if everything had been settled. But one 
might ask why the railroads should pay the national debt 
or even why they should take over the merchant marine. 


Manifestly, there could be only one reason for the 
railroads owning and operating the ships; that would 
be their desire to extend their business profitably. They 
could not be expected to do it out of sheer patriotism 
or mental satisfaction in seeing a troublesome problem 
solved. Even if public sentiment and sentiment in Con- 
gress were to permit this solution and the railroads were 
favorably disposed to undertake the task, if they could 
do it with profit, how would they be able to find satis- 
factory prospect of profit—unless, of course, there were 
something offered in the nature of subsidy? Has the 
policy of the government toward the railroads been such 
as to induce them to extend their efforts into this new 
field? The law, to be sure, as the newspapers are fond 
of saying, recognizes their right to an adequate return, 
but that is all it does. To say that the railroads are 
entitled to an adequate wage and to give them that wage 
are two different matters. The railroads have not been 
permitted to earn even what the law and the Interstate 
Commerce Commission say they are entitled to earn and 
every effort on their part to get what is coming to them 
has met with refusal. Anti-railroad sentiment, to be 
sure, is not as pronounced as once it was, but still it is 
sufficient to keep earnings down and there is still a 
decidedly antagonistic element in Congress. Of course, 
there can be no railroad ownership and operation of 
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ships unless the railroads volunteer to undertake the 
business and we should say that, under the circum- 
stances, there is little likelihood that-any of them will 
offer to undertake it. Of course, the idea put forth by 
Mr. Hurley may blossom into some concrete proposal 
that might be an inducement but, thus far, the situation 
is merely that someone has suggested that it would be 
very nice if the railroads would relieve us of our Old 
Man of the Sea. 


It is to be said in favor of the idea that the railroads 
are already in the transportation business and the new 
venture would be merely an important extension. They 
could, in many instances, carry ocean freight in connec- 
tion with their rail hauls by efficient methods and at 
rates that are not possible now. With ocean transport 
in the hands of the railroads, we should say there would 
be less loss and a nearer approach to profit than at pres- 
ent, but we do not see how even the railroads could 
make a profitable business out of a losing one. For them 
to do it the seamen’s act would have to be altered and 
the standard of wages changed. There is no harm in 
discussing schemes like this one, but it ought to be 
apparent that, if our present standard of wages and 
employment is to be maintained, there can be no profit- 
able merchant marine operation without some sort of 
subsidy. One cannot change this condition by merely 
insisting that the country should have a merchant marine 
and that anyone who says to the contrary is unpatriotic. 
It cannot even be changed by insisting that the railroads 
ought to operate the ships. However, we agree with 
Mr. Hurley that it would be fine if the railroads would, 
could, and were permitted to take over the ships and 
operate them at a profit. We can think of lots of other 
things just as fine that are not likely to happen and 
cannot be made to happen. 


TRAFFIC MANAGEMENT IN AMERICA 


(The London Times, Engineering and Trade Review) 


That America is ten years ahead of us in her attention to 
traffic problems and in the position taken up in commercial life 
by her industrial traffic managers will be the firm decision of 
anybody who gives an hour or two’s study to the teeming trans- 
atlantic literature on transport. Careful inquiry as to what 
exactly British traffic men are doing may, indeed, lead to some 
modification of this opinion, for the British industrial traffic 
manager has not quite the same knack of courting publicity as 
has his American brother. Nevertheless, it must frankly be ad- 
mitted that British industry has a great deal to learn from its 
friendly competitors across the Atlantic—and the more quickly 
Britain learns the lessons the more rapidly will her old position 
as leading exporting nation of the world be regained. 


We were the pioneers in nearly every branch of transport 
progress, and it is distinctly a pity that we should have lost 
ground. Yet honesty compels one to admit that, although 
Britain contains a great and growing number of transport en- 
thusiasts, the powerful employers are not quick to see the mar- 
ket value of expert traffic knowledge or to permit opportunities 
for its exercise. 

America realizes the importance of transport and, since the 
passing of the transportation act of 1920, the subject of indus- 
trial traffic management has received much attention from busi- 
ness executives and students of business organization. Mr. H. A. 
Palmer, the editor of The Traffic World, has repeatedly said that 
the day is coming when the traffic man will be as powerful as 
the attorney, whose advice is taken without question by a busi- 
ness head. 

Most American and Canadian cities contain a traffic club 
where industrial, commercial, and operating traffic men meet to 
promote closer relations. The function of such clubs is to foster 
a professional spirit of solidarity among workers in the several 
departments of transport, and they appear to be remarkably suc- 
cessful. Traffic clubs have their national federation, the Asso- 
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ciated Traffic Clubs of America, which does important work in 
presenting to Congress the general traffic viewpoint and pressing 
for favorable transportation laws. 

The association, in annual convention, has just set itself to 
pursue a very ambitious educational program designed to rouse 
business executives to the importance of transport science and 
the competent traffic man, and to stir traffic men themselves to 


greater realization of the immense possibilities of their pro- 
fession. 


W. & L. E. DIRECTOR CASE 


The Pittsburgh & West Virginia, intervener in the proceed- 
ings involving applications of Baltimore & Ohio, New York 
Central and Nickel Plate officials to hold positions with the 
Wheeling & Lake Erie, said in its brief that the applications 
should be denied. 

“These are no ordinary applications,” said the P. & W. V., 
“for, wrapped up in the decision of the Commission on the 
propriety of these applicants becoming directors of the Wheel- 
ing is the larger and more fundamental question of the legality 
and the propriety of stock control of the Wheeling gained and 
exercised jointly by the said three trunk lines.” 

The brief dealt with testimony the intervener said showed 
that the three trunk lines were competitive with the Wheeling. 
It discussed the matters of record with reference to acquisition 
of Wheeling stock by the three trunk lines and said there was 
and could be no question but what the acquisition of 51 per cent 
of the Wheeling stock by them “was the result of an agreement 
between, and concerted action by, the representatives of those 
three lines.” Previously “the brief said that, “with bold assump- 
tion it is asserted that there was no agreement of any kind 
between the three trunk lines with regard to the acquisition of 
the Wheeling stock and the exercise of control of said road re- 
sulting therefrom.” It was, however, the brief said, frankly ad- 
mitted that the action of the three trunk lines in acquiring the 
stock was in furtherance of the “3-party-4-system plan.” 

“The determination on the part of the three trunk lines that 
the Wheeling shall be used by them as a neutral terminal and in- 
dustrial line is clearly apparent from the record,” said the brief. 

‘'“The situation here is very clear,” continued the intervener. 
“Three trunk lines, each separately, as well as all together, be- 
ing competitive with the Wheeling, have, by joint action, ac- 
quired and are exercising control of the Wheeling. The Sher- 
man anti-trust law and the Clayton act both very clearly prohibit 
any such action. . There is here clearly a violation of the 
Sherman anti-trust law and the Clayton act, and, therefore, of 
the federal criminal conspiracy statute, by each of the three 
trunk lines. This being so, it is submitted that all stock of 
every class of the Wheeling owned by these three trunk lines 
was illegally acquired and is now illegally held and can give to 
such trunk lines and to their representatives no legal rights in 
connection with the voting of such stock, or otherwise. Will 
this Commission concern itself with applications made by per- 
sons who are representatives of the purchasers of stock so il- 
legally acquired and held? At least, this Commission should 
not give to such parties a clean bill of health and authorization 
to represent such stock so illegally acquired and held.” 


Intervener contended that there was only one way in which 
the Sherman Clayton acts might be circumvented or nullified 
and that that was through compliance with paragraph 2 of sec- 
tion 5 of the interstate commerce act. It said no applications 
for authority to acquire control of the Wheeling under that part 
of the law had been filed by any of the three trunk lines. 


“The least that can be said is that these parties do not come 
before the Commission with clean hands, and to ask the Com- 
mission to grant the applications is to ask the Commission to 
put the stamp of approval on illegal acts performed in defiance 
of the statute law of the United States,” said the intervener. 

“Is the Commission ready to say, as part of its grouping of 
eastern railroads, that the Wheeling shall be allocated as pro- 


posed in the ‘3-party-4-system plan?” asked the P. & W. V.,, in 
conclusion. 


The Wabash, intervener, presenting some of the arguments 
made in the P. & W. V. brief, said the applications should be 
denied and that the three trunk lines should be required either 
to dispossess themselves of the stocks of the Wheeling and 
Western Maryland acquired in violation of the Clayton and Sher- 
man acts or to take effective measures to neutralize those prop- 
erties until their final allocation should have been determined by 
the Commission. 

“If our position that the proposed partnership disposition of 
the Wheeling & Lake Erie is unauthorized and contrary to the 
scheme of the transportation act should be rejected by the Com- 
mission, and if the Commission should approve such partnership 
interest and control as is sought through the present applica- 
tions, we submit that the principle involved in such a result 
could be logically carried out only by assignment to the Wabash 
and to the Pittsburgh & West Virginia of proportionate interests 
in the Wheeling & Lake Erie and provision to enable such an 
extension of joint interests to be accomplished,” said the 
Wabash. 


Briefs on behalf of the New York Central and the officials 
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thereof involved and on behalf of Walter L. Ross, president of 
the Nickel Plate, supported the applications. The New York 
Central said it was submitted that the evidence showed, among 
other things, that the relations between the New York Central 
Lines and the Wheeling were and for a long time had been 
chiefly complementary rather than competitive and that there 
was nothing in the history of the relations of the two companies 
indicating any disposition on the part of the New York Central 


to suppress the competitive activities of the Wheeling, and that 
there was no intention to do so now. 


In the brief on behalf of Mr. Ross it was stated that it was 
evident that the opposition of the Pittsburgh & West Virginia 
and of the Wabash “is entirely without merit in law or support 
in the evidence, and prompted solely by the desire to obstruct 
and, if possible, defeat the carrying out of the four-system plan.” 
It was also stated that the Wheeling and Nickel Plate systems 
were complementary and supplementary. 

With reference to applicability of provisions of the Clayton 
and Sherman acts to the acquisition of stock of the Wheeling 
and Lake Erie by the Baltimore and Ohio, New York Central, 
and Nickel Plate, counsel for the New York Central said they 
had been unable to find judicial decisions involving railroad 
companies interpreting with respect to the question here in- 
volved the provisions of paragraph 1 of section 7 of the Clay- 
ton anti-trust act. A resort to the cases arising under the 
Sherman anti-trust act, said they, did not appear to be partic- 
ularly helpful in this connection. 


“The chief cases are those in which a single railroad com- 
pany asquired a dominant position, with respect to another 
railroad, and proceeded actively to control the affairs of the 
latter company,” said counsel. “Such were the Northern Se- 
curities case, 193 U. S. 332, the Union Pacific case, 226 U. S. 


61, the Reading case, 226 U. S. 234, and the Southern Pacific 
case, 259 U. S. 214.” 


Counsel said the case of United States vs. Lake Shore & 
Michigan Southern, 203 Fed. 295, presented a somewhat dif- 
ferent aspect and dealt with a geographical situation in the 
state of Ohio that might be thought to have some points of 
resemblance to that here involved. They said it was apparent 
from a careful study of the opinion that the question that was 
decided was whether a conspiracy which the Ohio court had 
found to exist, participated in by the five trunk lines and by 
the Hocking Valley,. had been continued when the Hocking 
Valley combination was segregated as a result of an order of 


the Ohio court in the quo warranto proceedings. Continuing, 
counsel said: 


This is made entirely clear by the statement of the federal court 
that the ‘‘case has been tried on the issue of continuance or not of 
the antecedent combination and restraint.’’ The court found that the 

antecedent combination and restraint’? had been continued by the 
Lake Shore & Mich. Southern and the Chesapeake & Ohio. The char- 
acter of the ‘‘antecedent combination” is described in the opinion, 
from which it appears that the controlling trunk lines, the Lake 
Shore, the Erie, the Baltimore & Ohio, the Chesapeake & Ohio, and 
the P. C. C. & St. L., after their acquisition of the Hocking Valley 
stock, appointed an advisory committee to deal with the affairs of 
the Hocking Valley in conference with the president of the Hocking 
Valley. These conferences dealt with such questions as (1) “the in- 
troduction or not of track connections between the lines of the Hock- 
ing Valley system and the independent coal mining operators and 
the like,” (2) the “incorporation of the Sunday Creek Company for 
the purpose of handling the coal interests of the Hocking Valley,” 
and (3) ‘‘maintaining an operating system that was satisfactory to 
the trunk lines’ one feature of which ‘‘was to restrict rail connec- 
tions with coal mines to such as were already in operation and to 
refuse and by litigation to contest applications for rail connections 
with new mines.’’ 

Another feature of the interrelationship was that the Hocking 
& Kanawha Coal & Coke Co., whose bonds were guaranteed by the 
Toledo & Ohio Central and Hocking Valley, agreed to deliver all its 
coal to the Kanawha & Michigan, such coal to be divided equally 
between the Hocking Valley and the Toledo & Ohio Central. The 
Kanawha & Michigan also agreed to purchase all its fuel coal from 
this coal company at a price at least 20 cents per ton above pro- 
duction cost. 

The Lake Shore and the Chesapeake & Ohio agreement of March, 
1910, provided for the protection of the Toledo & Ohio Central and 
the Hocking Valley under the aforesaid guarantees of the bonds of 
the coal companies and for an arrangement for the distribution of 
the business ‘‘so far as it could be legally made” to protect the inter- 
ests of the railroads in respect to their guarantees. The contract also 
provided for ‘“trusteeing or otherwise jointly handling’? what the 
agreement called the ‘‘controlling interest then to be owned by the 
two companies” in the Kanawha & Michigan. 

The court found that the agreement for the equal division of the 
coal traffic was substantially continued by the Lake Shore and the 
Chesapeake & Ohio. The court also found that the provision of the 
March agreement for the reciprocal use of the Hocking Valley and 
Toledo & Ohio Central tracks which “practically makes each rail- 
road a double track railroad’? when ‘‘considered in connection with 
the other facts pointed out tends to disclose a unity of purpose and 
concert of action on the part of the companies involved to maintain 
conditions that are inimical to effective competition.” 

It is apparent from the foregoing findings and conclusions that 
an entirely different situation existed in the Hocking Valley-Toledo 
& Ohio Central case than which is presented on this record. There 
are here no interrelated coal companies. There are no agreements 
for division of coal tonnage. There are no provisions for the pur- 
chase of fuel coal from particular shippers. There are no proposals 
to deny track connections to shippers; no policy to harass them with 
litigation to prevent their securing such connections; no arrangement 
for the practical amalgamation of the Wheeling with any one of the 
other companies by so-called reciprocal trackage; nowhere is there 
anything to indicate the intention to suppress competition which in 
the Hocking Valley case was manifested in the original organization 
in the company in 1899 and found by the federal court to have been 
continued throughout all the successive stages of its history down to 


and including the agreement for the segregation of the property in 
March, 1910. 
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Current Topics 
in Washington 
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Chesapeake Acquisition Case.—Filing of briefs in the Ches- 
apeake and Ohio acquisition case serves to remind those who 
speculated about the Nickel Plate case that here is another sit- 
uation that can hardly be regarded as the symbol of simplicity. 
One of the points made by the minority is that the Van Swer- 
ingens stand to make a good deal of money. Another is that 
the acquisition will be too expensive for the Chesapeake and 
Ohio. Thus far in all discussions it has been assumed, as if 
it were an established fact, that whether a man or set of men 
made much or little out of a transaction looking to the unifica- 
tion of railroads was a phase of the public interest. Assuming 
that the public is interested primarily in rates and service it 
might be suggested that the public would not be concerned in 
the question of profit unless it were shown that the profit was 
being made at the expense of the public. The public could be 
made to pay a profit by an increase in rates. Nothing of the 
sort is proposed or seems possible. The public could also be 
mulcted by the establishment of a valuation grossly out of line 
with the investment in the property. Nothing of that sort seems 
to be involved. The minority stockholders may constitute the 
“public” in and of themselves but in ordinary talk the “public” 
is generally assumed to be those who use the railroad. The 
minority and majority stockholders have the concern of users 
in freight rates. In that sense they are the public. They are 
also part of the public served by the railroads when the latter 
move trains and carry goods. Both minority and majority stock- 
holders have an interest as partners in a common carrier enter- 
price. In that phase of the matter the general public is inter- 
ested only to the extent of whether a plan proposed by either a 
majority or a minority interest will result in the trains being 
run in such way as to serve the convenience of the public as 
shippers. The Commission, more than once, in one form or 
other, has had occasion to say that it meant nothing to a rail- 
road whether a shipper made money or not, on a particular ship- 
ment, alleged to have been charged an unreasonable rate. It 
might be asked what interest a shipper had in the question of 
what profit, if any, an owner of railroad securities made or lost 
in putting two or more railroads together, so long as the profit 
or lack of it could have no bearing on the question of rates. Of 
course, it has been suggested, much of the prospective profit of 
the Van Sweringens is due to the feeling of those who buy and 
sell stocks that, if Erie and Pere Marquette stock looks good to 
the Van Sweringens, it must have a value that they had not per- 
ceived while the stock was on the counters of stock and bond 
merchants, at low prices. Therefore, they have followed the Van 
Sweringens to the counters of the stock and bond merchants to 
buy. The followers, it is suspected, ran up the prices more than 
the Van Sweringens. Should the latter announce that they had 
sold their holdings in small lots, the probabilities are that there 
would be some nose-diving on the part of the stocks of the rail- 
roads involved. In the course of several years, the Van Swer- 
ingens might sell their holdings. They would make a profit so 
long as they could keep the fact that they were “unloading” a 
secret. It is believed to be as true as the multiplication table 
that if they allowed it to become known that they intended to 
dispose of their holdings, in the market without regard to the 
identity of the purchasers, they would not only not make a 
profit but would actually lose millions. The minority holders 
who began buying when the Van Sweringens began, it is sus- 
pected, are in far better shape to sell at a profit than the Van 
Sweringens. Of course, such minority holders as bought near 
the “top of the market,” that is, after the fact that the Van 
Sweringens were trying to unify the properties became known, 
could not sell at as large a profit as the Van Sweringens have 
made—on paper. However, every late comer in a market runs 
that risk in the buying and selling of every sort of commodity. 
Late comers in the Florida real estate market lost millions. The 
penalty for coming late to a market is more severe than that 
prescribed for being a ten o’clock scholar. However, what that 
has to do with the question of whether the union of the three 
railroads will give the users thereof better service or worse 
service than they now receive is one of the questions that have 
not been prominently discussed. In its report the Commission 
may point out wherein the question of profit for one set of 
stockholders or another, is of controlling or some other impor- 
tance, to shippers. It would be admitted, it is believed, in a 
meeting of shippers that, if profit or lack of it for a set of 
stockholders meant better or poorer service by one of the rail- 
roads involved, then the Commission should make that the 
primary question to be answered. 





Origin of Dixie—The Illinois Central Magazine for the 
current month contains an explanation of the origin of the word 
“Dixie” that sounds more convincing than those that hold it a 
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corruption of ”’Dixon,”’ who, with his partner, surveyed the line 
that, in song and story, marks the boundary between the north 
and the south. The author of the explanation, Evelyn Soulé, 
has a name that suggests familiarity with languages suf- 
ficient to convince natives of the Cote d’Allemands that it is a 
tale more to be believed than any other. She ascribes the 
origin of the word to the habit of persons in the Mississippi 
Valley, in the days before the war between the states, of making 
a plural out of the French word “dix,” to describe notes issued 
by the Banque des Citoyens de la Louisiane. The notes put out 
by that bank were so elaborately engraved that, in that era of 
wild-cat state bank currency, the counterfeiters could not make 
much headway in circulating their poor imitations. The word 
“dix’ (ten) was engraved on an elaborately engraved boss on 
the side of the note printed in French. That side was all 
French, except the word “New Orleans.” Why the bank did 
not use the French name of the city is not explained. A man 
who wanted $10 Citizens Bank notes could not easily say “Dixes’”’ 
without putting an “I” ahead of the added syllable. ‘“Dixies” 
was the easy way to form the plural. The creation of the ad- 
jective was easy. Dixie Land is what Emmett, the Ohio min- 
strel, wrote when he expressed his longing for the milder cli- 
mate of the city with the bank at the corner of la rue Royale 
and la rue d’Iberville. The $10 note became popular because its 
name was the easiest to say by one who knew only English. 
He wanted his pay in dixies. The minstrel, when he wrote his 
‘“‘walk-around” for the cork-face negroes on the stage, wished he 
was down in the land where the ten spot was known as “dix” 
and where a company of $10 notes was called “dixies.” 





Shoot the Hat.—New Orleans is also the home of the expres- 
sion “shoot the hat.” One of the eccentric citizens of that 
town, years ago, issued hand bill proclamations advising his 
fellow citizens of the danger they ran if they insisted upon 
wearing their straw hats after the day set by him for their dis- 
carding. He promised to have a cannon on the levee at the foot 
of Canal Street, a street properly named, for a canal once ran 
through the middle of its length, to enforce his decree of banish- 
ment, and he had a cannon at the time and place appointed. In 
the stock exchanges and other places where men now gather on 
the day the straw Kelly is supposed to be discarded, the defiant 
one finds that his hat is the legitimate object of vandalistic 
hands on that day when the eccentric citizen of New Orleans 
promised that he would use a cannon as a warning for such as 
dared disobey his decree of banishment. 





For Auld Lang Syne.—A suggestion for the Baltimore and 
Ohio centennial celebration the latter part of the month is that 
it show a train of Conestoga wagons used in getting freight over 
the Alleghenies. Such wagons were the predecessors of the rail- 
road vehicles now used. Hardly anything ever used by man 
fails to leave a trace of itself behind. The Conestoga wagon 
is no exception to the rule. It introduced the stogie to the east. 
The tale runs that the drivers of those wagons “rolled their 
own” long before citizens of the United States returned from 
Mexico, Cuba, or some other part of Latin America puffing on 
the forefather of the modern skag. They rolled long cigars, 
using the native leaf of western Pennsylvania and Ohio. The 
product of their hands was longer, thinner, and stronger than 
the cigars common in the east. They were Conestoga cigars. 
Abbreviation to “stoga” and then to “stogie’ was easy. The 
older generation, when the stogie had become a commercial 
product, differentiated one sort from another. The Wheeling 
stogie was popular in one place, the Pittsburgh in another, and 
the Marsh “tobie”’ in a third. The last mentioned, which may 
still be on the market for aught the general public knows, was 
like a rat-tail file, almost black, and of a strength to make a 
strong man quail. But, being slender and not very long, it ap- 
pealed to the novice—usually only once. The stogie, however, 
was so closely allied with early transportation across the Alle- 
ghenies that a Conestoga wagon, with a driver rolling his own, 
would probably be greatly appreciated by the old timers looking 
in on Daniel Willard and George M. Shriver’s show. 





Petroleum Saving Expedients.—America’s lawyers have been 
invited, by Secretary Work, of the Interior Department, to de- 
vise drafts for legislation enabling the national government to 
do something toward the conservation of the well oil of the land. 
Ever since the discovery of petroleum in quantity sufficient to 
suggest use for fuel instead of only as a liniment, the geologists 
have been predicting its early exhaustion. While they have 
often been shown to be shouters of “wolf, wolf,” when there was 
no wolf, the officials of the government and probably 99 per cent 
of the public believe the time cannot be far away when the last 
pump in the last well in the United States will give a hollow 
cough and give up the ghost. Wherefore, Dr. Work and many 
others ask for legislation making conservation compulsory. As 
the laws stand, exploitation without regard for the future is 
commercially compelled. The national government has no ob- 
vious way to prevent the taking of oil from the ground except 
such ground as it may own or control. The statutes pertaining 
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to such owned or controlled lands, however, are such as prac- 
tically to force drilling for the last drop. Dr. Work asked the 
American Bar Association, at its annual meeting in Buffalo, to 
appoint a committee to consider the subject with a view to 
recommending restrictive legislation, the first evidence of which, 
probably, would be a sharp increase in the price of motor fuel. 
It looks, however, almost like an impossible task on account of “Interveners have no disposition to obstruct or delay the 
the limited scope of federal power. Granting the major premise consummation of any sound and just plan for the consolidation 
that there is a relatively near end of the supply of well oil, the of railroads or the development of the transportation service of 
figures of production for July ought to cause the committee of the country. They are in entire sympathy with the general policy 
lawyers to bestir itself. In that month there was a daily pro- of consolidation when applied with due regard to sound, legal, 
duction of 2,527,000 barrels of petroleum, an increase of 42,000 and economic principles and with justice to all interests con. 
barrels a day over the previous month. The month’s produc- cerned. They do not believe, however, that it was intended by 
tion, 78,333,000 barrels, reached a new high record. Gasoline (Congress, or that it is in the public interest, that the policy of 
production reached 907,000 barrels a day, also a new record. But consolidation should be so applied as to be destructive of sound 
consumption also went to a new record, so that at the end of economic principles in our transportation service. 
the month there was on hand gasoline enough to run the internal “The proposal to extend the Chesapeake’s operations over 
combustion engines for only 37 days as compared with a 42 the jines of the Erie and the Pere Marquette, through stock own- 
days’ supply in July, 1926, and 41 days’ supply in June, 1927. ¢ chip, will disrupt and destroy present operating methods, which 
Such figures, in theory, should cause weeping on account of the the commission has wisely held to be complete from a transpor- 
near approach of the end of well oil. However, the only weep- tation standpoint. The economy of this view is apparent. When 
ing was done by the refiners. They wept because there was @ 4 ¢oa)-producing railroad has originated and carried its tonnage 
tendency on the part of gasoline sellers in the territory between ty tidewater, the lakes, and large intermediate gateways for de- 
the Alleghenies and the Rockies to engage in price wars.— jivery to other connections, its function as a transportation unit 
A. E. H. is complete. It is impractical, in the nature of things, to have it 
undertake to reach, by its own or controlled lines, all the mar- 
VAN SWERINGEN PLAN CASE , kets where coal is consume, wines the demand for this basic 
r ‘ commodity is nation-wide, and, as the commission points out, no 
The Big Sandy & Kentucky River Railway Company, in- attempt should be made to create general trunk lines out of 
tervener in finance Nos. 6113 and 6114, involving the applica- coal-carrying railroads, but they should be treated as national 
tions of the Chesapeake & Ohio for authority to acquire control assets, having in view their general usefulness to the entire 
of the Erie and Pere Marquette railroads by purchase of cap- country and to all of the other railroads. 
ital stock and to issue $59,502,400, par value, of additional com- “Interveners do not believe it was the intention of Congress, 
pm stock, said in its brief filed with the Commission that it or that it is in the public interest, that the sentiment in favor of 
was submitted that the public interest required that the Big consolidation growing out of the adoption of the transportation 
Sandy should be considered in connection with the application 4+ should be permitted to be capitalized by those in operating 
of the C. & O. to acquire control of the Erie and Pere Mar- control of the companies affected by the pending applications, 
quette and that the approval of the application should not be into schemes for private gain or the building up of large private 
made without a provision that would require the applicant to fortunes through the manipulation of the securities of railroad 
take over the Big Sandy on just and reasonable terms. companies. The record in this proceeding plainly shows that the 
The railroad of the Big Sandy connects with the C. & O. financial interests in control of the Chesapeake have used its 
at Dawkins, Ky., south of Paintsville, Ky., and approximately nancial resources as a basis of credit for acquiring, in large 
66 miles from Ashland, Ky., the nearest Ohio River crossing. part, the securities of Erie and Pere Marquette, which it is now 
It extends in a southwesterly direction from Dawkins to Carver, proposed to sell to the Chesapeake at large direct and indirect 
a distance of about 25 miles, and does not connect with any personal profit to themselves.” 
other railroad. The Big Sandy said it was the only railroad In behalf of the Arcade & Attica, Arcadia & Betsey River, 
outlet for a population ranging from 35,000 to 40,000 people and hicago, Attica & Southern, Morehead & North Fork, Mt. Jewett, 
was the only railroad that touched Magoffin county, Ky. It said jnzua & Riterville, New York & Pennsylvania and the Pratts- 
the territory contiguous to the line was mountainous and that burgh Railway, seven of the eight short lines that intervened in 
the coal acreage had hardly been scratched. It said it had been the Chesapeake & Ohio application, Moultrie Hitt, Clarence A. 
estimated that there were approximately 450 million tons of coal Miller and G. Kibby Munson. their attorneys, assert that what- 
in territory adjacent to the line. : 


ever reasons the applicant urges for its plan, in the way of econo- 

The Big Sandy has had some negotiations with the C. & mies and service to the public, apply with equal force to the 
O. with respect to sale of the property to the C. & O. but no’ seven short lines. Their proposition was that the short lines 
understanding has yet been reached, according to the brief. within the territory of the proposed unification had to be con- 
Certain offers made by the C. & O. were not acceptable, it 


sidered “now” and not at some future time. In part they said: 
said. The line is now owned and controlled by the Dawkins 


Lumber Company. To approve the present proposal now, without at the same time 


Th it f Bie § a the ne: weak or mnort lines connecting with the roads in- 
“The position of the Bi andy in this proceeding,” said volved, will eliminate just that many more weak or short lines from 
the Mencia “is that the spirit an nme ae the Ae the intended benefits of the transportation act and of the consolidation 
’ 


e “sale policy of congress. 
commerce act require that in the public interest reasonable 


It is entirely futile to argue, as does the applicant, that the 
provision be made by the Chesapeake & Ohio to acquire the 9e8ranting of the application would not affect the situation with re- 


Big Sandy and that in the event the Commission approves of Eroposed system, Every strengthening of the alkeady ate anne 
the application of the Chesapeake & Ohio in this instance, it 


surrounding a short and weak line makes it just that much harder 
lay down as a condition precedent that the applicant will ar- for,it to exist and render the service to which the public is entitled, 


p : and when those strong roads have formed themselves into giant sys- 
range to acquire the Big Sandy upon just and reasonable terms. tems for their own purposes of offense and defense, short lines on 
The Big Sandy is ready, willing and anxious to negotiate with the outside are in a helpless and hopeless position. 

the applicant, the Chesapeake & Ohio, with that end in view $$$ ——__—__ 


upon reasonable terms. The Big Sandy is about the only short 
line connection of the Chesapeake & Ohio that the letter has gaat ar shige ‘ ? 
not acquired.” _ Operating statistics of Class I railroads, not including 

In a brief opposing the application to the Chesapeake & switching and terminal companies, for June and the six months 
Ohio for authority to acquire stock control of the Erie and ©24¢d with June, compiled from carrier reports by the bureau 
Pere Marquette, Finance Docket No. 6114, submitted on behalf Of Statistics of the Commission, show the following: 


of minority stockholders of the C. & O., interveners in the case, Loaded car-miles—1,423,258,000 for June and 1,436,477,000 for 
a committee composed of George E. Kemp, Grandville G. Valen- pin age a ga ae ae months ended with June and 8,444,- 
tine, Lindsay Hopkins, J. Luther Moon, and Berkeley Williams , a eS . 

/ : ‘ mpty car-miles—832,856,000 for June and 828,670,000 for June, 
asserted that the profits of O. P. and M. J. Van Sweringen and 1926; 5,033,846,000 for six’ months ended with June and 4,790,089,006 
their financial associates in control of the Chesapeake would 


for same period of 1926. 
amount to $55,954,817. They figured that the Vaness Company t ton-miles—38,483,000,000 for June and 39,252,000,000 for June, 


Ne 
had a present profit of $17,429,739 on the Nickel Plate part of canted ter ahene sacien orig a a 
the general plan; $7,366,531 on the Erie; and $1,628,683 on the Average number locomotives on line—30,970 for June and 31,730 
Pere Marquette part of the plan. The committee figrued the [fF June, 1926; 31,186 for six months ended with June and 31,807 for 


same period of 1936. E 
whole profit of that company at $42,317,860. Inasmuch as the Average number freight cars on line—2,506,176 for June and 
Van Sweringens own, according to the brief, 80 per cent of the 2,512,305 for June, 1926; 2,511,972 for six months ended with June and 
stock of the Vaness corporation, the committee said the profit 


2,515,328 for same — = 1926. : : 
of the Van Sweringen brothers amounted to $34,099,296. On Per cent unserviceable of total locomotives—16.4 for June and 


’ 16.6 for June, 1926; 16.7 for six months ended with June and 17.1 for 
other parts of the general plan the committee figured a profit of same period of 1926. 
$17,118,520. 


Per cent po en of total cars Fe line—6.1 for June and 
“The proposal, though in the name of the Chesapeake & 6.9 for June, 19 or six months ended with June and 6.8 for 


eS same period of 1926. 
Ohio,” the brief asserts, “is in effect an effort on the part of O. P. ‘ a per on oak a for ane Bem 30.1 for une, ati 29.9 
i i or six months ended wil une an . or same period of 1 ° 
og tog Pane wo ge se and nar —s hon trocone in control et tons per loaded car—27 for June and 27.3 for June, i926; 
cv) e esapeake, to consummate, w € commissions ap- 27.3 for six months ended with June and 26.9 for same period of 1926. 


proval, and at large personal profit to themselves, a plan to 
create a new and fourth transportation system in Eastern Trunk 
Line territory, which is economically unsound, unjustifiable in 
cost to the Chesapeake, and, if approved, cannot fail but preju- 
dice the ultimate plan of railroad consolidation and injuriously 
affect stockholders of the Chesapeake and the public generally, 
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RATES ON FLUXING LIMESTONE 


In its report in I. and S. No. 2910, fluxing limestone from 
and to points in trunk line association territory, mimeographed, 
by division 3, the Commission said if respondents decided to 
make applicable on fluxing limestone in box cars commodity 
rates not in excess of the rates on ground limestone, the man- 
ner of publication should be clear and specific and that such rates 
should conform to the fourth section of the act. (See Traffic 
World, September 3.) The schedules under suspension and 
found not justified proposed to restrict commodity rates on 
crude, crushed, crude fluxing and crushed fluxing limestone, 
referred to collectively as fluxing limestone, from points in 
Pennsylvania, Maryland, Virginia, and West Virginia to points 
in Pennsylvania, New York, New Jersey, Delaware and Mary- 
land, so as to limit their application to shipments in open top 
cars. Operators of limestone quarries in the Bellefonte dis- 
trict of Pennsylvania and glass manufacturers at Pittsburgh 
and other points in Pennsylvania protested. Complaints pend- 
ing before the Public Service Commission of Pennsylvania, 
presenting like issues with respect to intrastate traffic, were 
heard jointly with this proceeding. 

The report said that if the suspended schedules became ef- 
fective, sixth-class rates would apply on shipments in box Cars. 
It said respondents contended that such a result was not the 
purpose of the suspended schedules but that it was intended to 
make the ground limestone rates apply on fluxing limestone in 
box cars. It said respondents were prepared to make the 
change clear and specific in its terms so that, regard- 
less of the name of this commodity or its description, rates 
not in excess of those on ground limestone would apply. Pro- 
testants urged that fluxing limestone shipped to glass factories 
was a crude, raw material entering into the manufacture of 
glass and not a ground product. Protestants showed numerous 
potential fourth-section violations due to the fact that to points 
beyond the destination territory affected by the suspended 
schedules the present basis of rates, unrestricted as to loading 
in box or open-top cars, would be maintained. Respondents 
said that the tariffs under suspension represented the initial 
steps taken in connection with a proposed general readjust- 
ment of limestone rates, and that if the proposed change was 
approved, all fourth-section repartures would be promptly re- 
moved by the filing of appropriate schedules. 

The Commission said that in Dolomite & Fluxing Stone, 
128 I. C. C. 23, it made a finding without prejudice to the filing 
of new schedules providing rates on dolomite and fluxing lime- 
stone, from and to points in central territory, not to exceed 
the rates on agricultural limestone. 

“The record is persuasive that commodity rates not in ex- 
cess of the rates on ground limestone will not be unreasonable 
for application on fluxing limestone in box cars,” said the 
Commission. 


PORT COTTON DEMURRAGE RULES 


The Commission, by division 4, has dismissed No. 17709, 
Merchants & Planters Compress & Warehouse Company vs. 
Galveston, Houston & Henderson et al., opinion No. 12570, 129 
I. C. C. 477-82, finding the demurrage rules and charges ap- 
plicable on shipments of cotton to Galveston, Tex., not unrea- 
sonable or otherwise unlawful. The gist of the complaint was 
that not enough free time was allowed on the cotton that 
moved into Galveston on domestic billing but which was, as a 
matter of fact, transshipped for export or coastwise. The re- 
port said that about 87.7 per cent of the cotton received by the 
complainant and other compress men who intervened in the 
case on the side of the complainant, was sent out by water. 
However, it said the part not sent out by water amounted to 
145,335 bales, a substantial volume, the report said, even though 
it was relatively small in comparison with the water movement. 

Three sets of demurrage rules and charges are in effect at 
Galveston. The first is the ordinary domestic code permitting 
the use of the average agreement, to which, the report said, 
the complainant was a subscriber. The second, allowing the 
equivalent of five days’ free time and $1 a day demurrage be- 
yond that. The third is the export or coastwise code allowing 
ten days’ free time. The second code is applicable when notice 
is given within 48 hours that cotton moving in on the domestic 
bill is going out by water. 

The complainant and the interveners, the report said, were 
seeking the application of the second code to their business. 
They contended that the second code rules and charges were 
applicable to their traffic and that the domestic rules had been 
erroneously applied. The Commission said that the contention 
was without merit, pointing out that the second code was ap- 
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plicable if and when the consignee gave notice within 48 hours 
that the traffic was intended for export or coastwise or a gen- 
eral notice that all the consignee’s traffic was so intended. 
Complainants asserted that it was not possible for them to 
give that notice. They said, however, that the water ship- 
ments made by them were known to the carriers through their 
inspection bureau, which obtained that information from the 
steamship offices for another purpose. That fact, however, the 
Commission said, was not sufficient to constitute a compliance 
with the special rules governing export and coastwise traffic. 
It said there could be no doubt but that the domestic rules were 
and are applicable to complainant’s and intervener’s shipments. 

Between November 1, 1923, and April 23, 1926, the last 
mentioned being the date of the hearing, the demurrage 
charges accrued amounted to $58,134, of which $26,984 was un- 
paid. That sum, the Commission said, was the subject of a 
lawsuit. 

Undue preference was alleged in favor of New Orleans but 
the Commission said no carriers parties to the New Orleans 
tariff were parties to the case. It said, therefore, no finding of 
undue prejudice could be made. A witness for the New Or- 
leans Joint Traffic Bureau, also an intervener in the case, said 
that under the conditions shown as prevailing at Galveston, the 
domestic code would be applicable at that point as well as at 
Galveston. 

The Commission said it was improper for the carriers to in- 
clude in the demurrage period the time consumed in getting 
cars from points of constructive placement to the points of 
final placement. It said the charges should be adjusted so as 
to allow the complainants the benefit of the time so consumed. 


BOSTON SWITCHING LIMITS 


In a mimeographed report in No. 18008, New England 
Brick Co. et al. vs. Boston & Maine, the Commission, by division 
4, has required defendant to extend its switching limits at 
Boston, as defined in Boston Wool Trade Assn. vs. Director 
General, 69 I. C. C. 282, to include industries at Glenwood sta- 
tion, Medford, Mass. Complainants alleged that the rates 
charged on coal and fuel oil to their plants at Glenwood sta- 
tion, Medford, were unreasonable and unduly prejudicial. Rep- 
aration to the basis of the rates applicable from the same 
points of origin to delivery points in the Boston switching 
district, and the establishment of rates on the latter basis for 
the future were sought. The coal originated in Pennsylvania 
and West Virginia and the oil in Texas. Complainants con- 
tended they were entitled to the Boston rates because they were 
within the five-mile radius of South Station mentioned in the 
report in the Boston Wool Trade Association case cited, re- 
ferred to as the Switching Case. The Commission said Glen- 
wood was within that radius. ‘The finding of the Commission, 
the order for the future being effective on or before November 
10, follows: 


We find that for the future defendant’s switching limits at 
Boston, applicable to traffic moving jn interstate and foreign com- 
merce, should include its Medford branch and industry tracks ad- 
jacent thereto, and that the maintenance of rates to and from 
Glenwood from and to other points within the Boston switching 
limits which exceed those prescribed in the Switching Case _ will 
be unreasonable. The period covered by this complaint includes 
practically all the time which has elapsed since our findings in 
the Switching Case became effective. For the reasons set forth 
in that case, we feel that we should deny reparation on past in- 
terstate shipments. An appropriate order will be entered. 


RATE ON VARNISH 


The complaint in No. 18284, Peaslee-Gaulbert Company vs. 
Southern et al., mimeographed, has been dismissed by the Com- 
mission, division 4, on a finding that the applicable fourth-class 
rate of $1.53 charged on three carloads of varnish from Louis- 
ville, Ky., to Port Arthur, Tex., was not unreasonable. 


RATE ON IMPORTED BENZOL 


An order of reparation has been entered in No. 18563, 
Caldwell & Taylor vs. Chicago, Rock Island & Gulf et al., 
mimeographed, the Commission, by division 4, finding that the 
rate charged on a carload of imported benzol from Eagle Pass, 
Tex., to Ivorydale, O., was unreasonable to the extent that it 
exceeded 63.5 cents. The shipment originated at Rosita, Mex. 
The domestic charges were assessed and collected on the basis 
of the fifth-class rate of $1.41, applicable from Eagle Pass to 
Ivorydale, aggregating $1,028.88 on a weight of 72,970 pounds. 
The report said the correct weight was 73,332 pounds and that 
at the rate of $1.41 the charges should have been $1,033.98. A 
note to the report stated that the memorandum of facts filed 
by complainant, October 9, 1926, asked the establishment of a 
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63.5-cent rate for the future but that the record showed that 
such a rate was then available. 


ROUGH QUARRIED GRANITE 

The Commission, by Division 4, in a mimeographed report 
in No. 18110, Plymouth Quarries. Inc., vs. New York, New Haven 
& Hartford et al., has found unreasonable and unduly prejudicial 
rates on rough quarried granite from East Weymouth, Mass., to 
interstate destinations on the New Haven, and that complainant 
is entitled to reparation. Complainant alleged that the rates 
attacked were unreasonable and unduly prejudicial to the extent 
they exceeded the contemporaneous rates on common brick. 
The Commission said, however, that in view of the heavier load- 
ing and the lesser value of brick, it would seem that rough 
granite should be on a somewhat higher basis. It also said that 
the spread between defendant’s present rates on stone and 
granite paving and curbing on the one hand and rough building 
stone on the other appeared too great. It found that the rates 
assailed had been, were and would be unreasonable and unduly 
prejuicial to the extent they exceeded rates based on the fol- 
lowing scale and minimum carload weight of 48,000 pounds: 
Under 25 miles, 9 cents (per 100 pounds); 25 miles and under 
50 miles, 10 cents; 50 miles and under 75 miles, 11 cents; 75 
miles and under 100 miles, 12 cents; 100 miles and under 120 
miles, 13 cents; 120 miles and under 140 miles, 13.5 cents; 140 
miles and under 160 miles, 14 cents 160 miles and under 180 
miles, 14.5 cents; 180 miles and under 200 miles, 15 cents; 200 
miles and under 220 miles, 15.5 cents, and 220 miles and over, 
16 cents. The order for the future is effective on or before 
October 25. " 


SUSPENDED TARIFFS 


In I. and S. No. 2974, the Commission has suspended from 
September 8 until April 8, schedules as published in supplement 
No. 7 to Glenn’s I. C. C. No. A-603. The suspended schedules 
propose to increase the joint through rates on cement, carloads, 
from Spocari, Ala., to destination in Mississippi on the Gulf, 
Mobile & Northern, which would be higher than the actual 
combination rates based on Meridian, Miss., with the use of 
the so-called Jones combination rule. The following is illus- 
trative, rates in cents per 100 pounds on cement, carloads: 


From Spocari, Ala., to Sebastopol, Miss., present 15%, proposed 
18%; Lena, Miss., present 17, proposed 18144; Goshen Springs, Miss., 
present 18, proposed 18%. 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 16978, West Texas Chamber of 
Commerce et al. vs. Houston & Texas Central et al., have asked 
the Commission for modification of the decision and order 
therein. 

The complainants in No. 17612, The Apex Co. et al. vs. Ala- 
bama and Vicksburg et al., No. 18042, Pan-American Wall Paper 
& Paint Co. vs. Rock Island et al., and No. 18123, Tex-Mex. Job- 
bing House vs. Lehigh Valley et al., have asked the Commission 
for reopening, consolidation and rehearing, to receive new and 
additional evidence. 

W. P. Emerson, agent for carriers parties to his 1-C, I. C. C. 
118, has asked the Commission to modify orders in No. 17433, 
Little Rock Chamber of Commerce et al. vs. A. & L. M. et al., No. 
18081, Imperial Sugar Co. vs. Sugarland Railway et al., and I. & 
S. No. 2748, Sugar between Louisiana and Texas points. 

The Memphis Freight Bureau has filed petition in No. 13535, 
Corporation Commission of Oklahoma vs. Aberdeen & Rockfish, 
and Associated cases, for amendment of order and postponement 
of effective date. 


Common carrier steam railroads operating in Alabama have 
petitioned the Commission in No. 16336, In the matter of rates 
on fertilizer and fertilizer materials, and articles taking the 
same rates, intrastate within the State of Alabama, for an 
order forbidding the maintenance of intrastate rates in Alabama 
on a lower basis than the corresponding rates found reasonable 
for the interstate transportation of fertilizers and fertilizer 
materials, and articles taking the same rates, in order finally 
to complete the investigation and make effective the findings 
in 113 I. C. C. 389. 


The Pine Bluff Chamber of Commerce, for the Arkansas 
Light & Power Co., and its successor, Arkansas Power & Light 
Company, has filed petition for further hearing in No. 18918, 
Arkansas Light & Power Co. vs. Alton & Southern et al., and 
to permit amendment to the pleadings in original complaint. 

The complainant and protestant, in No. 16419, Federated 
Metals Corp. vs. Central Railroad of New Jersey et al., No. 
14882, Union Smelting & Refining Co. et al. vs. Central Railroad 
of New Jersey et al., and I. & S. 2416, terne metal rates, have 
filed a petition with the Commission asking for further hearing, 
reconsideration and reargument. 


COMMISSION ORDERS 


The Railroad and Warehouse Commission of the State of 
Minnesota has been permitted to intervene in Finance No. 6410, 
in the Matter of the Application of the Great Northern Pacific, 
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Northern Pacific, and Great Northern for authority to the first 
named company to acquire control of the other two compa- 
nies by purchase of the capital stock and to lease their railroads. 

The Terre Haute Chamber of Commerce and Alabama Iron & 
Steel Shippers Conference have been permitted to intervene in 
No. 19699, St. Louis Coke & Iron Corp. vs. Alabama Great South- 
ern et al. 

The California Pine Box Distributors has been permitted to 
intervene in No. 19791, Cummer Manufacturing Co. of Texas vs. 
Santa Fe et al., and No. 19846, American Crate and Basket Co. 
vs. Union Pacific et al. 

The Texas Company has been permitted to intervene in No. 
17498, Litwood Oil & Supply Co. et al., vs. Santa Fe et al., No. 
17441, Transcontinental Oil Co. vs. St. Louis-San Francisco et al., 
No. 17459, Texhoma Oil & Refining Co. vs. Chicago, Rock Island 
& Gulf et al., No. 16272, Lone Star Gas Co. vs. Santa Fe et al., 
No. 18576, Oriental Oil Co. vs. Santa Fe et al. 

The West Virginia Pulp & Paper Co. has been permitted to 
intervene in No. 19889, Dexter Sulphite Pulp & Paper Co. et al. 
vs. New York Central et al. 

Swift & Co. has been permitted to intervene in No. 19901, 
Armour Fertilizer Works vs. Akron, Canton & Youngstown et al. 

The Charlotte Shippers and Manufacturers Assn., Inc., has 
been permitted to intervene in No. 19688 (and Sub. 1), Fruit 
Dispatch Co. et al. vs. Aberdeen and Rockfish et al. 


The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 19842, The State 
of North Dakota, doing business as the North Dakota Mill & 
Elevator Association et al. vs. Ahnapee and Western et al. 


The Tucson Wholesalers’ Association, Baffert & Leon, Al- 
bert Steinfield & Co., Wheeler-Perry Co., I. Ivancovich Co. and 
Wheatley Produce Co. have been permitted to intervene in No. 
19204, Sub. 1, John F. Barker Produce Co. et al. vs. Santa Fe et al. 


The Pennsylvania Clay Products Co., Brockway Clay Co., St. 
Mary’s Clay Products Co. and the St. Mary’s Sewer Pipe Co. 
have been permitted to intervene in No. 19886, Graff-Kittanning 
Clay Products Co. vs. Atlantic City et al. 

The ordering paragraph of the Commission’s order of Au- 
gust 20, 1927, in No. 11756, Bangor & Aroostook et al. vs. Aber- 
deen & Rockfish et al., has been amended to read so that, in 
so far as it relates to rates and divisions on prepared sizes of 
anthracite coal, it will become effective on October 1, 1927, 
instead of on September 1. 


The order entered in No. 16230, Ogden Grain Exchange vs. 
Arizona Eastern et al., on May 10, 1927, which was by its terms 
made effective on August 22, 1927, and subsequently modified 
so as to become effective on October 22, 1927, has been further 
modified so that it will become effective on November 8, 1927, 
upon notice of not less than 10 days instead of 30 days. 

The Prompton Borough Council and Honesdale Chamber 
of Commerce have been permitted to intervene in finance No. 
6473, in the matter of the application of the Delaware & Hud- 
son Co. for certificate of public convenience and necessity 
authorizing the abandonment of the line of its Honesdale branch. 

The effective date of the order in No. 15228, Board of Rail- 
road Commissioners of the State of Iowa vs. Alton & Southern 
et al., of June 6, 1927, has been further postponed from October 
26, 1927, to November 26. 

The Commission has reopened No. 17385, Albert Silk Coal 
Co. et al. vs. Santa Fe et al., for reconsideration on the record 
as made solely on the question of reparation. 


The order entered in No. 17261, Tallulah Cotton Oil Co., 
J. V. Wright, Lessee, vs. Alabama & Vicksburg et al., and No. 
15501, Southland Cotton Oil Co. vs. Alabama & Vicksburg, on 
May 10, 1927, which was by its terms made effective July 16, 
1927, and subsequently modified so as to become effective on 
September 16, has been further modified so as to become effec- 
tive on November 15. 


The Chicago, Burlington & Quincy, Denver and Rio Grande 
Western, Galveston, Harrisburg & San Antonio, Los Angeles & 
Salt Lake, San Antonio & Aransas Pass, Southern Pacific and 
Union Pacific, have been eliminated from the list of defendants 
in the order of June 24, 1927, in No. 16542 (Sub. 7), Cudahy 
Packing Co. vs. Santa Fe et al. 


The By-Products Coke Corporation and the Indiana State 
Chamber of Commerce have been permitted to intervene in No. 


19699, St. Louis Coke & Iron Corporation vs. Alabama Great 
Southern et al. 


The effective date of the Commission’s order of May 19, 1927, 
in No. 15938, Oklahoma Portland Cement Co. vs. Santa Fe et al., 
has been postponed from September 12 to November 11, 1927. 


The order entered in No. 17804, Standard Nut & Bolt Co. 
vs. New Haven et al., and No. 18024 (and Sub. 1), Pawtucket 
Manufacturing Co. vs. New Haven et al., which was by its terms 
made effective on August 10, 1927, and subsequently modified 
so as to become effective on October 10, 1927, has been further 
modified so that it will become effective on December 10. 

The Albemarle Paper Manufacturing Co. has been per- 
mitted to intervene in No. 19581, Old Dominion Paper Co., Inc., 
vs, Aberdeen & Rockfish et al. 
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September 10, 1927 


EX VESSEL LUMBER RATES 


In a proposed report on No. 18017, A. C. Dutton Lumber 
Corporation vs. New York, New Haven & Hartford et al., and 
No. 17991, City of Providence (R. I.) vs. Same, Examiner Henry 
B. Armes said the Commission should find unreasonable, but 
not unduly prejudicial, the rates on lumber, in carloads, ex ves- 
sel, from Providence, R. I., and Poughkeepsie, N. Y., to inter- 
state destinations on the lines of the New Haven system in 
Massachusetts, Connecticut and New York, prescribe a dis- 
tance scale to be used in making new rates, and award rep- 
aration. 

The scale is based on five mile blocks to 100 miles and 
then on ten mile blocks to 200 miles. The initial rate, for the 
block over five but not more than ten miles, is 7 cents. The 
rate of progression is half a cent up to 11.5 cents at 60 miles. 
That rate is repeated for the next five mile block. The progres- 
sion of half a cent is held down to two five mile blocks to 100 
miles at which distance the rate is 14 cents. In the two ten 
mile blocks up 120 miles the rate is 14.5 cents. Then come 
two 15.5 cent blocks, then two 16 cent blocks, then one 16.5 
cent block, then one 17 cent block and then finally two 17.5 
cent blocks. The reparation is awarded to the complainant in 
the first mentioned case. 

The Dutton company alleged the sixth class rates charged 
on shipments of lumber unloaded from ships at Providence and 
Poughkeepsie were unjust, unreasonable and unduly prejudicial 
in comparison with the rates on ex vessel lumber shipped from 
Portsmouth, R. I., to the same destinations on the New Haven 
system, and also in comparison with the revenue received by 
the New Haven out of joint rail rates to New England from pro- 
ducing points in the south and elsewhere in the United States 
where competitors of complainant were located. It also alleged 
the New Haven’s rates were subversive of the intent of section 
500 of the transportation act and section 8 of the merchant 
marine act. The City of Providence, the examiner said, made 
substantially the same allegations. 


Interventions were filed by the United States Shipping Board 
and the Luckenbach Steamship Co. in behalf of the establish- 
ment of rates which might tend to stimulate the transportation 
of lumber by water. The National Retail Lumber Dealers’ As- 
sociation of Chicago, the Massachusetts Retail Lumber Dealers’ 
Association, the Lumber Dealers’ Association of Connecticut, 
and the Lumber Trade Club of Boston, Mass., intervened and 
urged that if rates lower than the existing basis were found rea- 
sonable from Providence, the same basis should apply from 
Boston. The New Bedford, Mass., Chamber of Commerce inter- 
vened in the interest of the maintenance of rates from that city 
on the same relative level as those from Providence. Armes 
said the question of the reasonableness and the relationship of 
the rates from Boston and New Bedford were not within the 
scope of the complaints and that no findings could be made 
with respect to the issue raised by the interveners. The Wey- 
erhaeuser Timber Co., he said, intervened in opposition to the 
allegation of undue prejudice, and in support of the contention 
that the existing rates from Portsmouth were not unduly preju- 
dicial. Armes said its attitude in respect of the issue of unrea- 
sonableness was neutral. The chambers of commerce of Fall 
River, Mass., and Newport, R. I., he said, intervened in support 
of the timber company. 


Primarily, Armes said, the critical issues to be decided were 
these: Are the local sixth class rates of the New Haven unrea- 
sonable when applied on lumber from Providence and Pough- 
keepsie? Is the present basis of rates from Providence unduly 
prejudicial to the Dutton company and unjustly preferential of 
the timber company, its competitor at Portsmouth? He dis- 
cussed the issues in that order, reaching the conclusions herein- 
before set forth. 


DIVISIONS NOT INEQUITABLE 


Attorney-Examiner William A. Disque, in No. 15234, in the 
matter of divisions of freight rates in Western and Mountain- 
Pacific Territories, says the Commission should find that divi- 
sions, in the aggregate, north and south of Kansas City and 
St. Louis, Mo., and East St. Louis, Cairo, Gale and Thebes, IIl., 
respectively, of joint rates on freight traffic in general, between 
points in Western Trunk Line Territory, on the one hand, and 
points in the southwest, on the other, are not unreasonable, 
inequitable or otherwise unlawful. 

“No such showing has been made as would justify affirma- 
tive action on the part of this Commission with respect to 
divisions in the aggregate,” says Disque, “but there is much 
reason to believe that a constructive revision of individual 
divisions by the interested carriers would be warranted.” 
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For the purpose of this report Disque classified the West- 
ern Trunk Line roads as the aggressors or complainants and 
the roads in Southwestern Lines Territory as the defendants, 
the latter seeking to hold what they held when the hearing was 
begun. 

“Complainants and defendants alike admit that there are 
instances wherein individual divisions are perhaps open to 
question,” says the report... . A more consistent, logical and 
so-called scientific adjustment would be objectionable to com- 
plainants if it did not yield them substantially increased re- 
turns, and to defendants, if it did not either preserve the status 
quo or yield them additional revenue. What complainants seek 
and defendants oppose is a finding that complainants are enti- 
tled to substantially increased revenues in the aggregate out 
of the traffic under consideration, to be accompanied by a fixa- 
tion of divisions to that end.” 

This proceeding was instituted by the Commission upon its 
own motion. It covered the propriety of the divisions of the 
joint rates of the principal carriers covered by the Western 
and Mountain-Pacific groups as defined in Ex Parte 74, In- 
creased Rates, 1920, 58 I. C. C. 220; 58 I. C. C. 302; and 58 
I. C. C. 489. 

Questions as to divisions east and west of St. Paul, Min- 
neapolis and Minnesota Transfer, Minn., and the Missouri River 
Crossings, Kansas City, Mo., to Sioux City, Ia., inclusive, of 
joint rates between Chicago and Peoria, IIl., and St. Louis, Mo., 
and related points in Western Trunk Line Territory, on the one 
hand, and points in the Pacific coast territory, on the other, 
Disque said, were disposed of informally several years ago, by 
the carriers, after extended hearings, with the assistance of the 
examiner, and revised revisions became effective July 1, 1925. 
Other dispositions were made of related questions without the 
formality of hearings. The adjustments agreed upon, Disque 
said, were yielding the lines east of the gateways about $3,000,- 
000 per annum. 

By the terms of the Commission’s order, Disque said, divi- 
sions via Mississippi River crossings south of Cairo were in- 
cluded, but that no question was presented with respect thereto 
at this time. The divisions under consideration, said the ex: 
aminer, applied not only on traffic having origin and destination 
in the territories mentioned, but also in subdividing the west- 
ern lines’ proportions of the joint rates on traffic moving be- 
tween points in the southwest and points in the territory east 
of the Indiana-Illinois state line and on and north of the Ohio 
River and the line formed by the Chesapeake & Ohio, Norfolk 
& Western, and Virginian railways between Cincinnati, O., and 
Norfolk, Va., including the New England states, New York and 
the lower peninsula of Michigan. 

Repeated efforts, Disque said, were made both before and 
after the hearings to dispose of that phase of the case infor- 
mally, but they proved unavailing. The matter, he said, was 
submitted to the Commission only as a last resort. 


RATE ON OIL WELL SUPPLIES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Kenneth J. McAuliffe, in 
No. 19527, National Supply Co. of Texas vs. Houston & Texas 
Central et al., as to a rate of 88 cents, charged on a carload 
of oil well supplies shipped from Wortham, Tex., to El Dorado, 
Ark., in February, 1926. The complainant asked for a rate of 
81 cents for the future and reparation to that basis. A few days 
after the shipment was delivered a rate of 81 cents was estab- 
lished, leaving only a question of reparation to be determined. 
The examiner said the Commission should find the rate as- 
sailed unreasonable to the extent it exceeded 81 cents, and 
award reparation. 


LIVE STOCK TRANSIT CASE 


Examiner Thurston B. Johnston has recommended the dis- 
missal of No. 19466, McGreer Brothers et al. vs. Chicago, Bur- 
lington & Quincy, on a finding that the refusal of the Burlington 
to permit specified transit arrangements respecting live stock 
in Iowa while permitting such transit at points in Nebraska 
and Wyoming, is not unreasonable or unduly prejudicial. The 
complainant asked for the Mame rules and regulations in Iowa 
as were in effect in Nebraska and Wyoming. What the com- 
plainant sought was the privilege of forwarding fattened cattle 
from stations other than those at which the feeder animals 
were unloaded. Such a practice prevails in the range country 
because cattle, in its grazing, will travel from the point of un- 
loading sometimes as much as 50 miles. In Iowa, where there 
is no range country, there is no such traveling from the point 
of unloading, because the grazing lots, according to the report, 
are fenced. The examiner said the record was clear that con- 
















































































































































































































ditions were substantially different and that whatever prejudice 
there might exist was not undue. 


RATE ON CEMENT SLABS 


Examiner J. Edgar Smith, in No. 19323, Federal Cement 
Tile Co. vs. Indiana Harbor Belt et al., said the Commissiqn 
should find unreasonable a rate of $1.35 per net ton, on cement 
slabs, from Hammond, Ind., to Homewood, IIl., applied on ship- 
ments made in June, 1926, to the extent it exceeded $1.05 per 
net ton, 60,000 pounds minimum, and award reparation to that 
basis. Reparation to the basis of a switching rate of 50 cents 
per ton, established after the shipments were made, was sought. 
The switching rate came into effect after Homewood was 
brought into the Chicago switching district. Reparation was 
also sought on a carload of sand, from Michigan City, Ind., 
on which a rate of $1.26 per ton was collected. Benefit of 
the Jones’ combination rule was claimed for the carload of 
sand. The examiner said there was no merit in the claim for 
reparation on sand. 


ARKANSAS LINE OPERATION 


Examiner C. S. Mason, in a proposed report in finance No. 
5996, has recommended that the Arkansas Railroad Company 
be authorized to acquire and operate a line of railroad extend- 
ing from a connection with the Missouri Pacific at Gould, in a 
westerly direction to Star City, all in Lincoln county, Ark., a 
distance of approximately 18 miles; that the company be au- 
thorized to issue $100,000 of capital stock in payment for the 
property to be acquired, and that permission to retain excess 
earnings be denied. 

The company asked for authority to acquire and operate 
the line, to issue $65,000 of capital stock, and $60,000 of 6 per 
cent promissory notes, the securities to be used in connection 
with acquisition of the property. Permission also was asked 
to retain excess earnings under paragraph 18 of section 15a of 
the act. 

The examiner said the applicant proposed to acquire the 
property of the Arkansas Railroad which was a reorganization 
of the Gould Southwestern Railroad Company. He said the ap- 
plicant’s showing of present investment apparently entitled it 
to a capitalization of $100,000. He therefore recommended that 
the aggregate amount of securities that the applicant be au- 
thorized to issue be limited to $100,000. He said that, as the 
net annual earnings of the road for the last five years of about 
$1,978 did not indicate future ability to pay annual interest 
charges of $3,600 on the proposed issue of notes, it was further 
recommended that the authorization of the issue of securities 
be confined to capital stock. He said that as paragraph 18 of 
section 15a of the act was not applicable in cases where a 
line of railroad was already constructed, the applicant’s request 
to retain excess earnings should be dismissed. 


TENTATIVE VALUATION REPORT 


Wilmington Railway Bridge Co., as of June 30, 1917, owned but 


not used property, leased to the Atlantic Li 
Air Line, $256,000" Coast Line and the Seaboard 


FINAL VALUATION REPORTS 


_ Valuation Docket No. 866, Gulf, Mobile & Northern Railroad Co 
opinion No. B-562, 125 I. C. C. 765-820, final value for rate-making 
eee = Br 71s 000 wma Se used for common carrier purposes, 
oun o be ,715,¢ and o roperty owned 
- July 30,1917, property but not used, $65, as 

aluation Docket No. 511, Missouri and North Arkansa ~ 
road Co., opinion No. B-557; 125 I. Cc. Cc. 639-73, final value, "tee an 
ee Ag ge : RO bas i80 eo and used for common carrier 

ses, foun oO be . . , and of property own j 
$47, . of June 30, 1919. ctagantedd a oo oe 

aluation Docket No. 943, Watertown and Sioux Falls Railwa 
aan opinion = ar Mg I. c C. P get final value for rate-mak- 
ng purposes of property owned and used for commo i ~ 
poses found to be $1,675,000, as of June 30, 1918. itech al 





FINANCE APPLICATIONS 


In a supplemental application in finance No. 6487, the Bangor & 
Aroostook has applied for authority to sell such of the 29,360 shares 
of common capital stock, par value $50 a share, the issuance of which 
were authorized in this proceeding, as shall not have been taken by 
the stockholders on or before September 30, 1927. The stock has 
been offered to stockholders at $60 a share. The applicant said its 
stockholders had subscribed for approximately the entire issue. 

The St. Louis Southwestern of Texas and the Stephenville North 
& South Texas, in a supplemental application in finance No. 3459, 
have asked for authority to extend the term of the lease under 
which the St. Louis Southwestern controls the Stephenville property 
for an additional period of two years from July 1, 1927. 

The Bell Telephone Company of Pennsylvania and the Summerville 
Telephone Company have applied for approval of sale of the properties 
of the latter company to the Bell company, in Armstrong and other 
Pennsylvania counties. 

The Bell Telephone Company of Pennsylvania and the Hunting- 
— ian a ee ee have applied for approval of 
sale o e properties o e latter company to the Bell com 
Clearfield and other Pennsylvania counties. 7 

The Boston & Maine has applied for authority to issue $30,942,000 
of 5 per cent mortgage bonds to pay, refund or retire general mort- 
gage bonds maturing between January 1, 1929, and September 1, 1941 
of which $29,298,500 become due January 1, 1929. : 


The Great Northern has asked the Commission for permis- 
sion to sell $20,000,000 of general mortgage 4.5 per cent bonds at 
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the best price obtainable but at not less than 96 per cent of par, 
The proceeds are to be used for the reimbursement of the treas- 
ury on account of capital expenditures for additions and better- 
ments made between January 1, 1911, and June 30, 1921. 


UNCONTESTED FINANCE CASES 


The Clinton & Oklahoma Western has been authorized to con- 
struct an extension of its line in Roger Mills county, Okla., and the 
Clinton-Oklahoma-Texas Railroad Company has been authorized to 
construct a line in Hemphill, Wheeler and Gray counties, Texas. 
Permission to retain excess earnings was denied. 

The St. Louis-San Francisco has been authorized to procure au- 
thentication and delivery of $3,911,000 of 5 per cent prior lien mort- 
gage gold bonds, series B, and to hold them in its treasury subject 
to the further order of the Commission. Action was deferred on a 
request for permission to pledge the bonds. The Muscle Shoals, 
Birmingham & Pensacola has been authorized to issue and deliver 
to the Frisco $1,861,000 of capital stock in reimbursement for ad- 
vances. Subsidiaries of the Frisco have been authorized to issue 
their promissory notes to the parent company in respect of ex- 
penditures for additions and betterments made by the Frisco as 
follows: St. Louis, San Francisco & Texas, $38,300.73; Fort Worth & 
Rio Grande, $12,458.16; Birmingham Belt, $105,398.95; Kansas City, 
Memphis & Birmingham, $357,962.01; Kansas City, Fort Scott & Mem- 
phis, $166,657.74. 

The Western Pacific has been authorized to issue $2,678,500 of 
5 per cent first mortgage gold bonds, series A, and to sell them to 
the highest bidder but at not less than 99.5 per cent of par and ac- 
crued interest. 


SOUTHWESTERN CLASS RATES 


Answers, by shippers and shipper organizations, to the pe- 
tition of the carriers and others in No. 13535, consolidated 
southwestern class rates, for postponement of the effective date 
of the Commission’s order therein, December 5, broadly speak- 
ing, are in opposition to such extension of time wherein the car- 
riers may prepare their tariffs. An exception to that general 
rule of opposition was furnished by the answer of the Memphis 
Freight Bureau. That bureau supported the application for a 
postponement. It said that the facts stated by the petitioning 
carriers amply justified the contention for more time and the 
suggested amendment. 

Memphis called attention to what it called the very serious 
injustice done to Memphis and the adjacent territories by the 
change in the territorial boundaries. It said that No. 13535 ex- 
cluded Springfield, Mo., from Southwestern territory, and placed 
it in the Kansas-Missouri territory, thereby reducing the scale 
of rates applying from St. Louis below that applying from Mem- 
phis, while under No. 9702, the Memphis-Southwestern investiga- 
tion, the scale was the same. That injustice to Memphis in- 
terests, the traffic bureau said, would be corrected by granting 
the petition of the Arkansas Railroad Commission and others 
which asked for postponement and amendment. 

The West Texas Chamber of Commerce, on behalf of granite 
dealers and quarrymen, asked for a modification of the orders 
in relation to rough quarried or sawed on four sides or less 
granite, in straight or mixed carloads, so as to eliminate all 
findings and orders as to rates on the sort of granite mentioned. 
It said it thought division 4, through oversight, condemned the 
present rates against the desire of the complainants for which 
it was speaking. The petition referred to findings and orders re- 
lating to rough quarried granite as illegal. 

The Oklahoma Corporation Commission, the Universal Ter- 
minal Warehouse Co., the Dallas Chamber of Commerce, the 
Fort Worth Chamber of Commerce, Fort Worth Freight Bureau, 
East Texas Chamber of Commerce, the Northeast Texas cities, 
Miami Chamber of Commerce, Muskogee Chamber of Commerce, 
Okmulgee Chamber of Commerce, Oklahoma City Chamber of 
Commerce, Oklahoma Cottonseed Crushers’ Association, Hale- 
Halsell Co., and Tulsa Traffic Association asked that the peti- 
tions for postponement be denied. 


APPLICATION TO CONSTRUCT 


The Western Pacific has applied to the Commission for au- 
thority to acquire the line of the Union Belt Railway of Oakland, 
Calif., and for the construction of new lines of a total mileage of 
about 2.75 miles in the cities of Oakland and Alameda, Calif. 
The acquisition and construction proposed are to be in extension 
of the applicant’s terminal facilities intended to serve the indus- 
trial territory and waterfront areas of the communities men- 
tioned. The Alameda Belt is jointly controlled by the Western 
Pacific and the Santa Fe. The applicant says it does not at pres- 
ent propose to issue any securities to finance the acquisition and 
construction. The Southern Pacific operates the Alameda Belt. 
The applicant proposes to pay $150,000 for the property of the 
Union Belt. The new construction is to connect the two belt 
lines. 


NEW ENGLAND DIVISIONS 


In No. 11756, Bangor & Aroostook et al. vs. Aberdeen & Rock- 
fish et al., the Pennsylvania has filed a petition for modification 
of the Commission’s order of June 14, 1927, a protest and res- 
ervation of rights. It protested against the increase in divisions 
ordered by the Commission. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of Natienal Repovter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


{$$ ____________________. 


REGULATION OF COMMON CARRIERS 


(Court of Appeals of District of Columbia.) Operator of pas- 
senger automobile for hire at hourly rates or on special charter 
contract, suing to enjoin Public Utilities Commission of Dis- 
trict of Columbia from enforcing against him orders requiring 
adequate financial protection to patrons by use of indemnity in- 
surance, or financial responsibility therefor, and equipment of 
vehicle with taximeter, held without plain and adequate remedy 
at law. (Bell et al., Public Utilities Commission of District of 
Columbia, vs. Harland, 20 Fed. Rep. (2nd) 271.) 

Orders of Public Utilities Commission of District of Co- 
lumbia, under authority of Act March 4, 1913, Sec. 8 (37 Stat. 
974), requiring persons operating automobile vehicles as com- 
mon carriers of persons to furnish adequate financial protection 
to their patrons and the public by indemnity insurance or finan- 
cial responsibility therefor, and to equip vehicles with approved 
taximeters in plain view, as applied to operator of single pas- 
senger sedan automobile, who rendered service only at hourly 
rates or on special charter contract, held in excess of commis- 
sion’s jurisdiction; the business of such an operator not being 
a “public utility” within definition contained in paragraph 2 of 
section 8.—Ibid. 


(District Court, S. D. Ohio, E. D.) A motor transportation 
company of another state, engaged solely in interstate transpor- 
tation of property between a terminus in Ohio and one in In- 
diana, which has made no application to the Public Utilities 
Commission of Ohio for a certificate of public convenience and 
necessity, or otherwise offered to comply with provisions of 
Ohio Motor Transportation 1923 Act, as amended in 1925 (Gen. 
Code Ohio, Secs. 614-84 to 614-102), which have been sustained 
as valid, as applied to interstate carriers, held to have no 
standing to maintain a suit against the commission to enjoin 
enforcement of the act against it. (Clark et al. vs. Poor et al., 
Public Utilities Commission of Ohio, 20 Fed. Rep. (2nd) 182.) 

(Supreme Court, Special Term.) Failure of bus company to 
procure consent of authorities of New York City for the opera- 
tion of a bus line, certificate of convenience and necessity from 
Public Service Commission, consent of transit commission, or 
separate approval by resolution or contract by mayor, under 
Laws 1901, c. 466, held not of itself to entitle competitor rail- 
road to injunctive relief; any right of such relief resting solely 
on some gross, unpreventable, and irreparable injury suffered 
as proximate result of defendant’s act. (Long Island R. R. vs. 
Glen Cove & New York Coach Corporation, 223 N. Y. Sup. 398.) 

Defendant’s failure to procure consent of authorities of 
New York City for the operation of bus line, certificate of con- 
venience and necessity from Public Service Commission, consent 
of transit commission, or separate approval by resolution or con- 
tract by mayor, under Laws 1901, c. 466, held not to entitle 
railroad to injunctive relief, where railroad’s branch line, though 
starting at same point outside of city as bus line, diverged 
therefrom and ended at terminus distant from railroad’s in heart 
of city, in absence of convincing evidence that diminution in 
railroad’s revenue was due to bus company’s business, in view of 
fact that defendant’s system was an express one, as contrasted 
with plaintiff’s.—Ibid. 


(Supreme Judicial Court of Massachusetts, Norfolk.) Under 
rule of city of Brookline requiring persons who engage in busi- 
ness of transporting others for hire to obtain license therefor, 
occupation and not isolated act is prohibited; phrase “engage 
in the business” meaning that it should be carried on as regular 
occupation or constant employment as distinguished from single 
isolated act. (Commonwealth vs. White, 157 N. E. Rep. 597.) 

Single act of taxicab operator licensed by city of Boston, 
who, without solicitation, while in Brookline carried a passen- 
ger from one place to another within town limits, held insuffi- 
cient to warrant finding that he violated rules and orders requir- 
ing that persons engaged in business of transporting others for 
hire must first obtain a license therefor.—Ibid. 

Carrying a passenger from Boston to Brookline by taxicab 
operator licensed by the city of Boston held not to violate rules 
of Brookline requiring persons engaged in business of transport- 
ing others for hire within limits of town to first obtain a license 
therefor.—Ibid. 


(Supreme Court of Tennessee.) In suit to recover sum paid 
under protest as automobile registration fee and privilege tax 
for doing business in state, burden was on plaintiff to show that 
he was not liable for fee paid. (Gatlin vs. Harrison et al., 296 
S. W. Rep. 7.) 

Resident and citizen of Mississippi who had registered auto- 
mobile and paid fees required in Mississippi and who was oper- 
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ating his automobile daily as common carrier between points 
in Mississippi and Tennessee held liable for automobile regis- 
tration fee under Act 1917, c. 73.—Ibid. 

One operating, as common carrier, automobile between his 
home in Corinth, Miss., and Savannah, Tenn., held liable for 
privilege tax for doing business in state, even though he was 
engaged in interstate commerce.—lIbid. 


ox 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


% 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Maryland.) Letter of sender of cable- 
gram, stating that it would thank the cablegram company to 
trace a designated cablegram and to advise it at the earliest 
possible moment when it was delivered and the party signing 
for delivery, held not sufficient to constitute a “claim” within 
the meaning of the contract to send the cablegram, requiring a 
claim for damages to be presented within 60 days after the filing 
of the message for transmission. (Blamberg Bros., Inc., vs. West- 
ern Union Telegraph Co., 138 Atl. Rep. 233.) 

Where provisions of cablegram required that claim for dam- 
ages should be made within 60 days after the message was filed 
with the cablegram company for transmission, and the sender 
knew within 60 days that the cablegram was not delivered, held 
that a claim made 87 days after the date of the cablegram was 
too late, and recovery was barred.—Ibid. 

Cablegram company held not to have waived provisions of 
cablegram, requiring claim for damages to be made within 60 
days after message was filed for transmission, especially in view 
of letter stating that it did not waive rights under contract.— 
Ibid. 


Provision of cablegram that company would not be liable 
for damages, unless claim for damages was presented within 60 
days after message was filed with the company for transmission, 
could not be waived by the cablegram company, as this would 
be a violation of the Interstate Commerce Law (U.S. Comp. St., 
Sec. 8563, et seq.).—lIbid. 


Error, if any, in granting defendant’s prayer for a directed 
verdict, or in making any other ruling, held not prejudicial, 
where plaintiff was not entitled to recover under the facts of the 
case, and the general demurrer prayer could properly have been 
sustained.—Ibid. 


(Circuit Court of Appeals, Eighth Circuit.) Since telegraph 
company is a common carrier of intelligence for hire, relation 
between sender of telegram and company is not that of principal 
and agent, but that of employer and “independent contractor,” 
and, if company delivers message containing an offer in terms 
different from message filed, sender is not bound by the offer 
as expressed in erroneous message delivered, and company is 
liable in tort for breach of its contractual duty to both sender 
and receiver for damages proximately resulting from its error. 
(Western Union Telegraph Co. vs. Cowin & Co., 20 Fed. Rep. 
(2nd) 103.) 

Where telegraph company, in transmitting materialman’s 
bid to furnish steel to be used in construction of building, erro- 
neously stated bid at a lower amount than stated to it by sender 
over telephone, sender was not bound by erroneous message, 
and sender’s subsequent contract to furnish steel at a lower 
price than its actual bid because of such error was voluntary 
act, and did not authorize recovery of substantial damages, meas- 
ured by difference between actual bid and erroneous bid.—lIbid. 

(St. Louis Court of Appeals, Missouri.) Sendee may re- 
cover directly from telegraph company special damages sus- 
tained through latter’s breach of public duty to deliver telegram 
with reasonable promptness, though sender makes company his 
agent for communicating message. (Lutesville Sand & Gravel 
Co. vs. Western Union Telegraph Co., 296 S. W. Rep. 252.) 

In action in tort, as for telegraph company’s failure to de- 
liver telegram to plaintiff promptly, such damages may be re- 
covered as are shown to have been natural and proximate con- 
sequence of such failure.—lIbid. 

Further shipments of gravel, before discovery of telegraph 
company’s negligent failure promptly to deliver telegram to stop 
shipment until further notice, held natural and proximate con- 
sequence of such failure, so as to entitle sendee to recover excess 
freight charges incurred by reconsignment to place of resale.— 
Ibid. 


Ordinarily, measure of damages, where telegraph company’s 
negligence results in shipment and sale on certain market of 
goods, which would not otherwise have been shipped, is differ- 
ence between price realized and value of goods at place of ship- 
ment, plus cost of handling and freight.—Ibid. 
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Shipper realizing from resale of gravel slightly more than 
price agreed to be paid by one to whom shipped as result of 
telegraph company’s negligent failure promptly to deliver tele- 
gram to stop shipment, and seeking to recover from telegraph 
company only amount of excess freight charges paid to place of 
resale, held properly allowed amount of such charges, less profit 
on resale.—lIbid. 










Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


(District Court, W. D. Washington, N. D.) Failure to plead 
an affirmative defense in an answer filed in the absence of the 
proctor having direct charge of the case for respondent held not 
a waiver of such defense, and respondent may properly be per- 
mitted to set it up by an amended answer, offered within 30 days 
later filing of the original answer. (Oliver Produce Corporation 
v. United States, 20 Fed. Rep. (2nd) 214.) 

“Waiver” is an intentional relinquishment of a known right. 
—Ibid. 


It is permissible to plead in the alternative, when in doubt 
as to a vital fact or law on a tendered issue.—Ibid. 


Limitation in bill-of lading of six months within which to 
begin suit for loss or damage to cargo is reasonable and valid. 
—Ibid. 

Provision of bills of lading giving carrier benefit of insur- 
ance in case of loss or damage to cargo held valid and enforce- 
able.—Ibid. 


(District Court, S. D. Texas, at Galveston.) A fire and ex- 
plosion on a steamship during loading of a cargo of sulphur by 
charterer held due to giving way of defective hatch support, 
which precipitated a quantity of sulphur into the hold, causing 
friction, which produced the fire, and which defect rendered the 
ship unseaworthy for the purpose of the charter. (The Etna 
Maru, 20 Fed. Rep. (2nd) 143.) 


The duty of an owner to furnish a seaworthy ship, which 
he has expressly contracted to do by charter, is nondelegable, 
and if the ship is not made seaworthy before commencement of 
the voyage, and by reason of such condition a fire occurs, it is 
through the “owner’s neglect,” and he is not entitled to the ex- 
emption of the fire statute. (Rev. St., Sec. 4282 (Comp. St., Sec. 
8020.)—Ibid. 


(District Court, S. D. New York.) Where the meaning of 
the words used in a charter party is clear, custom cannot be 
pleaded to vary its terms. (The Sursum Corda, 20 Fed. Rep. 
(2nd) 212.) 


Provision of charter party, requiring cargo to be taken from 
“alongside” by charterer, cannot be construed to require the ship 
to bear the expense of placing it in storage, nor can a custom of 
the port be shown to extend its meaning.—Ibid. 


(Circuit Court of Appeals, Sixth Circuit.) United States 
Shipping Board, being an “agency of the United States,’ was 
not subject to suit for damages for delay in transporting cargo. 
(Cohn et al. vs. United States Shipping Board et al., 20 Fed. Rep. 
(2nd) 56.) 


United States Shipping Board Emergency Fleet Corporation 
is subject to suit, and liable for tort and breach of contract, as 
is any other private corporation.—Ibid. 


Contract for ocean carriage of goods by specified vessel, “or 
substitute,” not fixing any date of delivery of goods to carrier, 
or of sailing of vessel, except for recital, “delivery as required 
by steamer, prompt delivery,” held to require carrier to accept 
transport, and deliver cargo to destination within reasonable 
time, in absence of any contract exemption.—Ibid. 


Delay from February 28 and March 8, when contracts for 
ocean carriage of cotton from New Orleans to Bremen, Ger- 
many, requiring transportation within reasonable fime, were 
made to May 6, when vessel arrived in New Orleans to take 
cargo, held unreasonable, unless carrier’s withdrawal of vessel 
assigned to sail before such date was justified, or delay was 
excused under freight engagement contracts or bills of lading.— 
Ibid. 


Objection that excuse for ocean carrier’s delay in trans- 
porting and delivering goods was not pleaded in the answer will 
be deemed waived on appeal, when case was tried and was 
argued in appellate court on theory that excuse was in issue.— 
Ibid. 

On libel in admiralty for damages resulting from ocean Car- 
rier’s delay in transporting cotton from New Orleans to Bremen, 
Germany, evidence relating to revolution in Germany held to 
fall far short of showing conditions of war or hostilities endan- 
gering vessel on high seas, or interfering with safe landing at 
Bremen, so as to justify cancellation of sailing of vessel, under 
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provisions of freight engagement contracts authorizing cance]. 
lation for such reasons.—lIbid. 


To excuse ocean carrier from performing under freight ep. 
gagement contracts, providing that sailing of vessels may be 
postponed or canceled if, in carrier’s judgment, conditions of 
war or hostilities, actual or threatened, make it unsafe or im. 
prudent for vessels to sail, there must be such a condition of 
insurrection or hostilities, actual or threatened, as would rea- 
sonably induce a belief in a prudent master or owner that the 
voyage could not be completed and delivery safely made at des. 
tination.—Ibid. 


On libel in admiralty for damages resulting from ocean car- 
rier’s delay in transporting cotton from New Orleans to Ger. 
many, evidence held to show that canceling of sailing of vessel 
was not due to war or hostilities in Germany, under provisions 
of freight engagement contracts excusing performance of con- 
tract for such reasons.—lIbid. 

Under ocean carriage contracts providing that sailing of 
vessels may be postponed and canceled if, in carrier’s judgment, 
conditions of war or hostilities, actual or threatened, are such 
as to make it unsafe for vessels to sail, and relieving carrier 
from liability in such event, except to return cargo to shippers, 
carrier did not exercise the privilege by withdrawing vessel 
without assigning any reason for so doing, and without return- 
ing cargo to shippers.—lIbid. 

Ocean carrier’s inability to procure cargo for more than 
about 12% per cent of vessel’s capacity held no excuse for can- 
celing sailing of vessel, so as to avoid liability for delay in trans- 
porting cotton under contract requiring delivery within reason- 
able time; obligation being on carrier, and not on shipper, to pro- 
cure full cargo.—Ibid. 

Under carriage contract authorizing carrier to postpone or 
cancel sailing of vessel because of war or hostilities, making it 
unsafe for vessels to sail, and relieving carrier of further lia- 
bility, except to return cargo to shippers, carrier was not en- 
titled to cancel contract, so far as it imposed obligation on it, 
and hold cargo for purpose of keeping or earning freight paid or 
to be paid.—lIbid. 

Provision of bill of lading that, in case the whole or any part 
of the goods should be prevented in any case from going in 
steamer designated, shipowners are only bound to forward them 
by succeeding steamers and incur no further liability, and other 
similar provisions, are construed most strongly against the 
carrier.—Ibid. 

Provision of bill of lading exempting carrier from liability, if 
goods “prevented in any case from going in said steamer” are 
forwarded by succeeding steamers, held not to include wrong- 
ful cancellation or postponement of sailing, or breach of obliga- 
tion to provide a vessel and transport cargo with reasonable 
promptness.—Ibid. 

Shipper’s acceptance of carrier’s delayed performance of 
ocean carriage contract required to be performed within reason- 
able time held not a waiver of right of action for damages for 
a previous breach, where shipper had no other means of miti- 
gating damages.—lIbid. 

Acceptance of delayed performance under contract is not in- 
consistent with a right to demand damages for delay, and hence 
is not a waiver.—lIbid. 

Where cotton was ready for delivery to ocean carrier on 
March 30, under carriage contracts dated February 28 and 
March 9, reasonable time in which to start voyage from New 
Orleans to Bremen, Germany, could not be later than May 1.— 
Ibid. 

Shipper’s measure of damages for ocean carrier’s delay in 
transporting cotton was difference between market value of 
cotton when it should have been delivered at destination, and 
time at which it was in fact delivered.—Ibid. 

District Court, E. D. Louisiana.) Respondent steamship com- 
pany, having contracted verbally with libelant to carry a ship- 
ment of army cots from New Orleans, requested their delivery 
on the wharf assigned to its use by the port authorities. After 
some of the cots were loaded, the wharf burned, and those re- 
maining thereon were destroyed. On their delivery on the wharf 
a memorandum was issued to libelant, showing their receipt. 
It was respondent’s custom to issue a wharf receipt, providing 
that the goods received were subject to the terms of respondent’s 
bills of lading to be issued in exchange therefor, but in this case 
it was not done and libelant had no knowledge of the custom. 
Held, that the conditions of respondent’s bills of lading did not 
apply to the cots which remained on the wharf, but the rights 
of the parties were governed by the general law, and that, in the 
absence of proof that the loss was without its fault or negli- 
gence, respondent was liable therefor.—Ibid. 

(District Court, S. D. New York.) To relieve a charterer 
from liability for demurrage on account of extended delay in 
loading, on the ground that at the port of loading there was a 
congestion of freight, delay in moving cars, and loading condi- 
tions generally were in confused condition as the result of a 
recent labor strike, it must ~. further shown specifically what 
effect such conditions had on the loading of the particular ship, 
and that charterer used due diligence to expedite the loading. 
(United States vs. Cargo of Linseed on Board the West Totant, 
20 Fed. Rep. (2nd) 199.) 
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Freight Rates 


Seventh of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


CLASSIFICATION AND GROUPING OF RAILROADS 


An appreciation of the problems of traffic control and rate 
making presupposes an understanding of the classes and types 
of rail carriers and of the geographical grouping of these car- 
riers in the United States. 

Railroads, regardless of size, location, and form of business 
organization, are divided into two classes with reference to the 
type of service performed. (1) Line-haul carriers, operating be- 
tween terminal and connecting cities and towns at the ends of 
their lines, and (2) switching and terminal companies. This 
latter class includes all rail carriers that operate separately for 
revenue of joint account, performing certain classes of ter- 
minal services as contrasted with line haul services. For the 
most part, railroads in the United States perform these terminal 
services directly as a part of their business as general railroad 
carriers and the same companies perform line haul services. 
This is not always the case, however, for there are a number of 
switching and terminal companies that are large and important 
carriers. 

The services performed by the switching and terminal com- 
panies include the performance of switching service only; the 
furnishing of terminal trackage or facilities, including union 
freight stations or passenger depots, stockyards, yards, and 
other property for the use of which charges are made; the per- 
formance of switching and terminal services; the operation of 
bridges and ferries exclusively; and the performance primarily 
of the switching or terminal services mentioned above but the 
conduct also of regular freight or passenger services other than 
switching or terminal services. 


Operating and Lessor Companies 


Rail carriers, whether line or terminal, are distinguished 
with respect to mode of organization into two classes—operating 
companies and lessor companies. Operating companies include 
those the officers of which direct the business of actual trans- 
portation and the books of which contain operating as well as 
fiscal accounts. Lessor companies, on the other hand, are those 
that maintain separate legal existence and keep separate finan- 
cial accounts but which do not keep operating accounts. The 
property owned by the lessor companies is operated by lesee 
companies. 

Subsidiary railroad companies may be either operating or 
non-operating companies. They may form parts of operating 
companies through leases, operating contracts on agreements, 
or by reason of the control of a majority of the voting capital 
stock by other companies. These subsidiaries have an inde- 
pendent existence at law and keep their own accounts. The 
ability to control the action of another company through legal 
action determines the status of controlling and controlled com- 
panies. A lease upon the property of another company does not 
amount to a form of control recognized by the Commission as 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic rate man, thoroughly experienced, 
all territories. Best references, railroad or commercial. Available 
now, will go anywhere. Well educated, young, married. Permanent. 
Address R. U. M. 56, care Traffic World, Chicago, IIl. 


WANTED—Position in railroad traffic department, eleven years’ 
railroad experience supplemented by thorough course study traffic law, 
thorough knowledge rate structure tariff circular 18-A, Interstate 
Commerce Act, etc., 32 years of age, married. Address R. H. B., care 
Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic man, industrial traffic department, 
thorough knowledge rates all territories, also well grounded all phases 
transportation, fifteen years’ railway service, past eight agent heavy 
junction point, age 33, married, good references. Address H, care 
Traffic World, Chicago, Ill 
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determining the status of railroads as controlling or controlled 


roads. Affiliated companies are both the controlling and con- 
trolled carriers. A proprietary company is one the entire capi- 
tal stock of which is owned by another company. It may be 
either active or inactive. 


Classification of Carriers According to Revenue 


Carriers are divided into three classes according to the 
amounts of annual revenue earned from operation, designated 
respectively by the Roman numerals I, II, III. Class I carriers 
are those with annual operating revenues exceeding $1,000,000— 
the large operating companies. Class II carriers are those with 
annual operating revenues between $100,000 and $1,000,000—the 
middle-size roads. Class III companies have operating incomes of 
less than $100,000 a year—the small railroads of all kinds. 

Changes in operating conditions, number of miles operated, 
revisions of rates, and in corporate relationships with other car- 
riers, as well as growth and decrease in business, tend to change 
the classification of individual roads from one revenue class to 
another. Since 1919 the classification of carriers according to 





1The complete definition of affiliated companies, see the Interstate 
Commerce Commission’s classification of general balance sheet ac- 
counts. 










































CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. Telephone Harrison 3486 


Works: 
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TANK CARS TO LEASE We Rebuild and Repair Tank Cars 





NOT A PADEREWSKI IN A DAY 


To purchase a piano is far short of learning to play it. 
To become an expert pianist requires a deep knowledge of 
music, constant practice, and study. 


Traffic is the same way. Its prizes go only to those who 
have the ambition, energy, and manhood to prepare for them. 
To command the bigger positions, such as Traffic Manager, 
Traffic Expert or Traffic Counsellor, and enjoy the large salaries 
and prestige which accompany them, requires a thorough knowl- 
edge of the profession and a constant study to keep abreast 
of the times. 


Why go on wasting the best years of your life—getting 
nowhere—being nobody—trying to acquire this necessary expert 
traffic knowledge through haphazard experience and routine 
work? Half the effort, intelligently directed, will positively 
guarantee your future. 


Take the specialized training short cut to traffic knowledge 
and success through— 


CS) SGLUEAINANCED tpg 


Single Subject. Well Taught! 


Two separate courses—both unique and extremely practical : 
(1) Traffic Specialization 
(2) Traffic Law and Practice 


Both courses available through Chicago evening resident 
classes, and by mail. Fall resident classes now forming. Mail 
training available at all times. 


Write today for full particulars, advising course in which 
interested, and for which you are qualified. 


COLLEGE OF ADVANCED TRAFFIC 
Har. 8649 Dept. T, 608-618 S. Dearborn St., CHICAGO 
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revenue by the Commission has been based on the revenues 
earned by the carriers in 1919.’ 


The last statistical analysis of the Commission indicates the 
relative importance of these three classes of carriers in each of 
the major districts into which the United States is divided for 
railroad traffic purposes. * 


CLASSIFICATION OF CARRIERS BY REVENUE 


Class | Carriers 


Western 
District 
75 


Eastern Southern 
District District 
Number of Carriers.. 64 35 
Miles of Line Owned.33,571.77 35,265.54 
Miles of Line Operated 59,249.19 44,240.87 


Class 11 Carriers 


Total 
174 


177,090.90 
133,358.46 


108,253.59 
133,358.46 


Number of Carriers.. 87 
Miles of Line Owned. 3,375.97 
Miles of Line Operated 3,659.49 


282 
14,083.81 
15,596.21 


69 
3,890.31 
4,075.65 


Class I!1 Carriers 


Number of Carriers.. 80 
Miles of Line Owned. 921.65 
Miles of Line Operated 1,046.85 


All Carriers Including 
Lessor, Propriet- 
ing, Circular and 
Unofficial 

Mileage Owned. 

Mileage Operated 


5,719.91 
6,186.17 


1,637 
249,398.04 
261,871.02 


586 
139,804.64 


.--64,256.64 51,680.50 145,933.88 


Table No. 1 


The data on which the figures in Table No. 1 are based in- 
clude a few thousand miles in Canada, Alaska and Hawaii.’ 








Geographical Groupings of Railroads 


The geographical groupings of roads have been indicated in 
preceding articles dealing with the traffic characteristics of the 
major traffic territories. It is necessary to make this division 
of railroads into geographical groups more exact, for the as- 


Order of I. C. C., November 22, 1920. 
*Thirty-Ninth Annual Report of the Statistics of Railways of the 
U. S., I. C. C., Washington, D. C., 1927, Statement No. 1, page XV. 
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signment of the roads has some bearing on rate construction 
and traffic problems and vice versa. 

The Commission, for statistical purposes, divides the rail- 
roads subject to its jurisdiction in the United States into three 
major territories and eight regions or districts, the latter being 
included in each of the major territories. The major territories 
are designated as the Eastern Territory or District, including 
the New England, Great Lakes and Central Eastern regions; 
the Southern District or Territory, including the Pocahontas and 
Southern regions; and the western District or Territory, which 
includes the Northwestern, Central-Western, and Southwestern 
regions. 

Every railroad in the United States is allocated to one of 
these districts. Roads that operate in two or more districts are 
assigned for statistical purposes to one district, usually to the 
district in which most of the mileage of the roads is operated. 

The Eastern District is subdivided into the New England 
region, which corresponds to the New England States; the 
Great Lakes region, which embraces the territory from the 
western boundary of the New England region to the Canadian 
boundary line and the Great Lakes and the western bank of 
Lake Michigan to Chicago, and north of a line drawn from Chi- 
cago through Pittsburgh to New York; and the Central East- 
ern region, which is south of the Great Lakes region, east of a 
line from Chicago through Peoria, Illinois, to St. Louis and the 
Mississippi River to its junction with the Ohio River, and north 
of the Ohio River and a line from the Ohio River at Parkers- 
burg, W. Va., to the southwestern corner of Maryland and the 
Potomac River to the point where it flows into Chesapeake Bay. 

The Southern District is subdivided into the Pocahontas 
and Southern regions. The former includes the territory north 
of the southern boundary of the State of Virginia, east of the 
eastern boundary of the State of Kentucky and south of the 
southern boundary of the Central Eastern region. The South- 
ern region includes the rest of the Southern District territory 


east of the Mississippi River, south of the Ohio river to a point 
near Kenova, W. Va., and the eastern boundary of Kentucky and 
the southern boundary of Virginia to the Atlantic Ocean. 

The Northwestern region of the Western District extends 
from the western boundary of the Great Lakes region of the 
Eastern District, south of the Canadian boundary and north of 
a line from Chicago through Omaha, Nebraska, to Portland, 
Oregon, and via the Columbia River to the Pacific. The Central 
Western region lies south of this line, west of the line from Chi- 
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C & = Loggins WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
. central location give 
. speediest deliveries at 

‘ minimum cost. 


358 W. Harrison St., Chicago 
DENVER, COLORABO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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DECATUR, PLLINOIS 


DISTRIBUTION ~~ WAREHOUSING 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 


TERMINAL 


MTA Se TR TID 


AN TIWE WA iGoustIr 2 OISTRIBUTING 


MERCHANDISE STORAGE and 


POOL CAR DISTRIBUTION 


Wareheuse Lecated im Heart ef Radiread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


Merchandise Storage and Pool Car 
Gegsetteece: Distribution sae 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


DECATUR WAREHOUSE CO. 


FIREPROOF 
General Merchandise Storage 
Switching from all Roads. Non-freezing Storage. Pool Cars. 
The natural point for distribution in the Corn Belt of Illinois. 
805-825 North Morgan St., DECATUR, ILLINOIS 


THE TRAFFIC WORLD 


The Southwest Is 
a Vast Market 


Reach It With Speed 


and Economy via 


“PORT HOUSTON” 


The Great Gateway 


Increasing rapidly in population, growing as 
an industrial area—with thousands upon 
thousands of acres of land in profitable culti- 
vation —the Southwest affords a market 
which has remarkable power to absorb mer- 
chandise the year ’round. 


19 Railroads 
53 Steamship Lines 
Modern Port Facilities 


The Port of Houston, with its strategic loca- 
tion, is the logical Gateway through which to 
enter this vast territory, assuring economy 
in transportation costs and speed—via water 
and rail—to the ultimate destination of your 
merchandise. 


Write Now! Ask for 
“HOUSTON” 


Port and City 
The Official Port Publication 


Address 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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cago, through Peoria to St. Louis, and north of a line from St. 
Louis through Kansas City to El Paso, Texas, and by the boun- 
dary line between the United States and Mexico to the Pacific. 
The third subdivision of the Western District, the Southwestern 
region, lies south of the St. Louis-Kansas City-El Paso line, west 
of the Mississippi, and north of the Gulf of Mexico and the Rio 
Grande. A list of leading roads in each district is contained in 
Table No. 2. 
Ex Parte 74 Territorial Division 

The Commission, in granting the horizontal rate advances 
to the carriers by territories in the advanced rate case in 1920, 
Ex Parte 74, July 29, 1920, established a new four territory di- 
vision of railroads for rate making purposes.‘ These territories 
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PRINCIPAL REPRESENTATIVE RAILROADS 
IN EACH TERRITORY IN THE U. S. 


EASTERN 
DISTRICT 


New England 
Region 


Bangor & Aroos- 
took R. R. 
Boston & Maine R. 


R. 
Central New Eng- 
land 
Central 


y. 
Maine Central R. 


R. 

New York, New 
Haven & Hart- 
ford R. R. 

Rutland R. R. 


Great Lakes 
Region 


Bessemer & Lake 
Erie R. R. 

Buffalo, Rochester 
& Pittsburg Ry. 

Delaware & Hud- 
son -_ 

Erie R. 

a Valley RB. 


Michigan 
_. ee 
New York Central 

R. R. 
New York, Chicago 
& St. Louis R. 
"~ Marquette R. 


Pittsburg & Lake 
Erie R. R. 


y. 
Vermont 


Central 


Central Eastern 
Region 


. "oe & Ohio 


Central R. R. of 
New Jerse 

Chicago & Eastern 
Illinois Ry. 

Cleveland, Cincin- 
_ & St. Louis 


y. 

Pennsylvania R. R. 

Reading Co. 

— Maryland 
y. 


SOUTHERN 
DISTRICT 


Pocahontas Region 
Chesapeake & Ohio 
Norfolk & Western 
Ry. 
Norfolk 
BR. R. 
Richmond, Fred- 
ricksburg & Po- 


tomac R. R. 
Virginian Ry. 


Southern 


” Southern Region 


Alabama, Birming- 
ham & Atlantic 


m 

Atlantic Coast Line 
RK. R. 

Central of Georgia 


Cincinnati, New Or- 
leans & Texas 
Pacific Ry. 

Florida East Coast 
Line Ry. 

Georgia Southern 
& Florida Ry. 

Gulf, Mobile & 
Northern R. R. 

Iilinois Central R. 


R. 

Louisville r Nash- 
ville R. 

— & Fb hio R. 


Nashville, Chatta- 
nooga & St. Lou- 
is R. R. 

New Orleans & 
_— RR. 


New Orleans Great 
Northern R. R. 
—" Air Line 


Southern Ry. 


WESTERN 
DISTRICT 


Northern Region 


Chicago, Great 
Western R. R. 
Chicago, Milwau- 

kee & St. Paul 


Ry. 
Chicago, North- 
western Ry. 
Chicago,  Burling- 
ton & Quincy R. 


RX, 
Chicago, Rock Is- 
land & Pacific 


Ry. 

Chicago, St. Paul, 
Minneapolis & 
Omaha Ry. 

Duluth, Missabe & 
Northern Ry. 

Duluth, South Shore 
& Atlantic Ry. 

Great Northern Ry. 

Minneapolis & St. 
Louis R. R. 

Minneapolis, St. 
Paul & Sault Ste. 
Marie Ry. 

Northern Pacific 
Ry. 

Spokane, Seattle & 
Portland Ry. 
Central Western 

Region 

Chicago’ & Alton 

R. R 


Chicago, Peoria & 
St. Louis R. R. 
Denver & Rio 

Grande Western 


y. 
Denver & Salt 
Lake’ R. R. 
Toledo, Peoria & 
Western Ry. 
Oregon Short Line 
KR. RF 


s ou thern Pacific 


Oo. 

Union Pacific Ry. 
Southwestern 
Region 
Atchison, Topeka 


& Santa Fe Ry. 
Cuevas & South- 



































n Ry. 
Fort. Worth .S Den- 
ver Cit 
Kansas Site Mex- 
ico & Orient Ry. 
Kansas City South- 


ern 
Louisiana and Ark- 
ansas Ry. 
Missouri-Kansas- 
Texas R. 
—— Pacific R. 


St. Louis and San 
Francisco Ry. 
St. Louis-South- 

western Ry. 
_ and Pacific 
y. 





Table No. 2 


were designated as the Eastern, Southern, Western and Moun- 
atin Pacific groups. Increases were granted ranging from 25% 
in the Southern and Mountain Pacific groups, to 35% in the 
Western group and to 40% in the Eastern group, with 3314% in- 
crease on inter-territorial traffic. 


The Eastern group corresponds substantially to the territory 
of the Official Classification, the precise boundaries being the 
Atlantic Seaboard from the Canadian border to Norfolk, Va., the 
main line of the Norfolk and Western Railway from Norfolk, Va., 
to Kenova, W. Va., the main line of the Chesapeake and Ohio 
Railway from Kenova to Cincinnati, Ohio; to Ohio River to 


68 I. C. ©. 220. 
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Cairo, Ill.; the Mississippi River to the mouth of the Illinois 
River at Grafton, Ill.; the Illinois River at Pekin, Ill.; a line 
south and east of the Atchison, Topeka and Santa Fe Railway 
from Pekin, through Joliet and Streator, Ill, to Chicago; a line 
from Chicago to include the southern peninsula of Michigan; the 
international boundary line between the United States and 
Canada to the Atlantic Seaboard. 

The Eastern group includes the portion of the Virginian 
Railway extending south of the southern boundary of the group 
but excludes the portions of the Southern Railway, the Louis- 
ville and Nashville Railroad, the Mobile and Ohio Railroad, 
the Atlantic Coast Line Railroad, and the Seaboard Air Line 
Railway, which extend north of the southern boundary into the 
territory of the Eastern group. 

The Southern group corresponds to the territory of the 
Southern Classification. It is officially the section lying west 
of the Atlantic Ocean, south of the main line of the Norfolk 
and Western Railway from Norfolk to Kenova; south of the 
Chesapeake and Ohio Railway to Cincinnati; south of the 
Ohio River to New Orleans, La., and the mouth of the Missis- 
sippi River; north of the Gulf of Mexico from the mouth of 
the Mississippi River to the Atlantic Ocean. 

The Southern groups include the portions of the Southern 
Railway, L. and N., and M. and O., A. C. L. and S. A. L., which 
extends north of the southern boundary of the group into the 
territory of the Eastern group which are specifically excluded 
from the ‘Eastern group. The portion of the Virginian Railway 
extending into the Southern group is excluded from this terri- 
tory and included in the Eastern group. 

The Western group includes the district west of the Eastern 
and Southern groups; south of the Lake Superior and the 
boundary line between the United States and Canada to the 
western boundary of North Dakota; north of the Gulf of Mexico 
and the Rio Grande; and east of a line running between the 
western boundary of North Dakota and the eastern boundary 
of Montana, the western boundaries of South Dakota and Ne- 
braska and the eastern boundary of Wyoming to the line of 
the Union Pacific to Cheyenne, Wyoming, via the line of the 
Union Pacific through Denver, Colorado Springs, Pueblo, and 
Trinidad, Colorado, and then via the line of the Atchison, To- 
peka and Santa Fe Railway through Raton and Las Vegas, New 
Mexico, to Albuquerque and to El Paso, Texas, via the line of 
the A.T. & S. F 

The Mountain Pacific group extends from the western bound- 
ary of Western Territory to the Pacific Coast but does not 
include Alaska. 

The same territorial grouping for rate making purposes was 
followed by the Commission in the reduced rates case of 1922, 
the most recent general horizontal freight rate change made in 
the United States.® 


568 I. C. C. 676, May 16, 1922. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended August 27 
was estimated at 9,744,000 net tons by the Bureau of Mines of 
the Department of Commerce. That was an increase of 604,000 
tons as compared with the output of the preceding week. 
Anthracite production was estimated at 2,245,000 net tons, as 
compared with 1,585,000 net tons, the revised figure for the pre- 
ceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended August 28 amounted to 980,349 tons, as com- 
pared with 931,327 tons the preceding week. Anthracite shipped 
from Lake Erie ports totaled 81,182 tons, as compared with 
27,983 tons in the preceding week. 

Tidewater bituminous coal shipments the week ended Au- 
gust 29 totaled 361,033 tons from Hampton Roads, as compared 
with 422,933 tons the preceding week, of which 205,530 tons 
were for New England delivery, and 801 tons from Charleston, 
S. C. 


BRITISH RAILWAYS AND BUSSES 


“The motor coach and the motor bus are rapidly becoming 
keen competitors of British railways for the handling of many 
classes of passenger traffic,” says Trade Commissioner William 
M. Park, London, in a report made public by the Department of 
Commerce. 

Mr. Park said that, to meet the competition, the Southern 
Railway Company had announced a scheme of “half-fare travel- 
ing facilities, available on ordinary trains within more than 100 
selected zones on their system.” He said other railway com- 
panies were considering the introduction of concessions. 

“The railway companies state,” said he, “that wherever mo- 
tor coach competition is being felt, it is their purpose to in- 
augurate cheap traveling facilities, and it is understood that 
they have made such cuts possible by the following general 
agreement: Any company from 10 o’clock in the morning on 
any day in the week, may issue return tickets at single fares 
between points not farther distant than 40 miles where road 
competition comes into being.” 
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LLER 


“THE REFILLER is one of the great 
fleet of 60 named Pennsylvania freight 
trains that have set remarkable records 
for regularity and consistency of on 
time arrival. 


a freight that gets “empties 
back on the job 


| goed bags and boxes are sum- 
marily cremated. Bottles, 
emptied of their contents, tinkle 
away on the wagons of the rubbish 
collectors. Tin cans festoon the scrap 
heap, furnishing succulent morsels 
for the stray goats of the neighbor- 


hood. 


But empty freight carriers of the 
steel rails suffer no such ignominious 
fate. For within a few hours after 
they have been relieved of their bur- 
den, one may find them dashing 
back to be reloaded and to serve 
again. 


S a transporter of “‘empties”— 
the Pennsylvania’s big freight 
train “‘The Refiller” is second to 
none in the service it renders to the 
shipper. 


This dependable “TRS” patrols 
the beat between Seaboard Cities 
and St. Louis—picking up “empties” 
for points along the line, and setting 
them off at their various destina- 
tions. And every car goes back with 


a purpose—to do a definite job, no 
matter whether it is set off along the 
line orin the home station—St. Louis. 


Back in the West the empty tanks 
go to their rightful owners to be re- 
filled with oil and sent out again on 
another Eastern run. And many 


Here are some other Penn- 
sylvania freights whose 
regular on time arrivals 
have earned them distinc- 
tive names: 


“THE STANDARD” 
Merchandise 
Pittsburgh to Detroit 


“THE ORIOLE” 
Perishable Freight 


(From Southern States) 


Washington to New York 


*THE QUEEN CITY” 
Merchandise 
Cleveland to Cincinnati 





thousands of dollars that otherwise 
would go into new car equipment are 
saved oil and petroleum shippers by 
“The Refiller” and other “TRS” 
trains that bring back these cars so 
promptly from the seacoast. 


TOCK and refrigerator cars, too, 
can be reloaded swiftly and reg- 
ularly because of the reliable per- 
formances of “The Refiller,” ‘‘The 
Home Run,” whose destination is 
Chicago, and other freights that haul 
the “empties” to various parts of 
the Pennsylvania Railroad. 


These “TRS” trains play an im- 
portant part in the life of the rail- 
road, keeping cars in circulation, 
avoiding shortages and generally 
speeding up the wheels of the great 
Western industries that feed and 
fuel the East. 


So well has “The Refiller” per- 
formed its task that today it possesses 
a proud record for on schedule ar- 
rival—and a big reputation as a reg- 
ular dependable carrier. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 






























































OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


Full cargo rates have been quiet and slightly reactionary in 
the last few days following the spurt in both rates and the vol- 
ume of business which resulted from the sudden demand for 
space to Europe. A deather scare abroad, with threats of low 
production of wheat, led to a large increase in buying here. 
With the return of more favorable crop conditions, purchasing 
subsided and the demand for vessel space likewise dwindled. 

The charter market is now in a lull, due to the fact that 
shipowners are still holding out for the higher rates recently 
quoted, while shippers have revised their offers downward. The 
high rate level brought out a large volume of shipping, well in 
excess of requirements, so that shippers were immediately re- 
assured that there would be no shortage of space. The present 
deadlock is expected to continue until either a renewal of de- 
mand brings a revival in rates, or until the surplus ships now 
available breaks down the present structure. As this is the sea- 
son of the year when business is normally active, brokers are 
advising their clients to cover their commitments at the current 
level. The chances indicate further strength rather than 
otherwise. 

The slight recession of the last few days has brought the 
rate level down to a basis of 15 cents per 100 pounds from Mon- 
treal to Antwerp-Rotterdam for September, 16 cents to Hamburg- 
Bremen, 18 to 18% cents to the Mediterranean; rates for October 
are about one cent above the September figures. At this level 
the Montreal trades are the most attractive available anywhere 
to shipowners, which accounts for the rush of offers in this 
direction. . 

The coal and suger markets have been inactive. Business 
is offered to Italy for September and October at about $2.35 a 
ton, and to the River Plate and Rio de Janiero at $3.25 to $3.50 
a ton, but without attracting the interest of shipowners. 


The entry of the Bethlehem Steel Corporation and Moore 
and McCormack into the intercoastal trade has created some 
anxiety as to the stability of the new tariff of the U. S. Inter- 
coastal Conference, but as yet there have been no developments 
indicating that any changes are to be made. It is believed that 
the new Calmar Line, the name under which these two interests 
are operating, will follow the same policy as the Isthmian Line, 
controlled by the U. S. Steel Corporation. The Isthmian Line does 
not formally adhere to the conference, but it observes conference 
tariffs. Members of the conference are disturbed not so much 
over the rate factor as over the fact that the Calmar vessels will 
carry the products of the Bethlehem company, thus removing 
from the general trade a considerable volume of heavy cargo 
which previously has formed the basis of loadings for many of 
their own vessels. The great question at present is whether the 
intercoastal business is sufficient to support all the tonnage now 
in the service. Entry of the Calmar Line will certainly increase 
the competition among other lines for the smaller available 
trade. 


The difficulty in the intercoastal trade in the past has been 
that the smaller lines, unable to compete in frequency of service 
with the stronger companies, have felt it necessary to cut rates 
to get business. While the agreement for pooling of earnings 
has eliminated this situation to some extent, this is an experi- 
ment that has yet to prove successful in operation. No com- 
plaints have become public and to all outward appearances the 
conference is working satisfactorily. If the remaining months 
of 1927 can be weathered without mishap, it may be assumed 
that the intercoastal trades have been stabilized. With the ex- 
ception of several incidental issues, such as the disputes over 
port differentials and criticisms of carload rates, the new tariff 
seems to have been accepted gracefully by shippers. The ma- 
jority of the latter are more concerned in obtaining reasonable 
rates on a firm basis than fluctuating tariffs without stability. 


The Pacific Westbound Conference has announced two new 
local rates, effective as of September 3, reclaimed rubber at $10 
weight or measurement, and stoves and ranges at $12 weight or 
measurement. Members of this conference are leaving the 
Pacific Coast this week for Denver to attend the semi-annual 
joint meeting with the Atlantic Far East Conference. Only 
routine matters are expected to be discussed, as no important 
changes in tariffs are scheduled. 


The Pacific Coast European Conference has reduced the 
rate on asphalt from 55 to 50 cents per 100 pounds, effective at 
once. 


The Chinese Nationalist Government has withdrawn its 25 
per cent increase in tonnage dues at Shanghai. The increase 
was fixed originally at 50 per cent and later was lowered to 25 
per cent, effective on September 1. The advance is now com- 
pletely abandoned and tonnage dues at Shanghai will continue as 
before. The situation created by the proposed increase was one 
of the subjects scheduled for discussion at the joint session of 
the Pacific Westbound and Atlantic Far East Conferences, which 
contemplated an advance in ocean freight rates to compensate 
for higher tonnage dues. The necessity for this, of course, no 
longer exists. 
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Several important changes in overseas services have been 
announced during the week. The motorships Ashbee and Jack- 
sonville, formerly owned by the New York Shipbuilding Com- 
pany, have been acquired by New York shipping interests from 
the American Brown Boveri Electric Company and will shortly 
be placed in the South American trade. The new liner Caracas 
has been delivered to her owners, the Red “D” Line, and will be 
entered in the New York-Venezuelan route on September 14. A 
new service from Houston and other Texas ports to outports of 
Haiti will be established by the Lykes Bros. Steamship Com- 
pany with a sailing this week. A monthly schedule will be main- 
tained, with calls at Porto Rico on the inward voyages. Ef- 
fective September 14 the first direct southbound sailing of the 
American Republics Line from Boston.to Montevideo and Buenos 
Aires will be started by C. H. Sprague & Son, operators. 


The Isthmian steamship lines, which for the past seven years 
have maintained a monthly service from Mobile, New Orleans, 
Galveston and Houston to the Far East are effective immedi- 
ately, increasing their sailings to two steamers per month. 

The service that has heretofore been maintained from Bal- 
timore and Charleston to the Far East has been extended to in- 
clude New York as the last loading port. This is effective with 
the sailing of the steamer Chickasaw City from New York Sep- 
tember 25, which will discharge at Honolulu, Yokohama, Otaru, 
Kobe and Shanghai. 

The Roosevelt Steamship Corporation has taken possession 
of the Eelbeck, the first of the six ships which have been al- 
located to them by the United States Shipping Board. They are 
being transferred from the American Pioneer Line. They will 
take over the other five ships as soon as they can be delivered 
to the new operators. With these vessels the Roosevelt Steam- 
ship Line will have a fleet of 23 ships, and later 24. The six 
ships to be taken over will be engaged in the Far East trade. 
The operators have already an American-India service and also 
an Atlantic-Australia service. 


SHIPPING BOARD ACTION 


The Shipping Board at its meeting September 7 considered 
the matter of foreign competition and the effectiveness of devel- 
oping American marine agents and operators of undivided in- 
terests, and adopted the following resolution: 


Resolved, That on and after November 1, 1927, no managing op- 
erator or agent shall continue to be or be contracted with as such 
by the United States Shipping Board Merchant Fleet Corporation 
who operates either as agent, owner or charterer of foreign flag 
vessels competing either directly or indirectly with lines operated 
by or for the United States Shipping Board. 


The Board approved a memorandum of agreement filed in 
compliance with section 15 of the shipping act, by the members 
of the West Coast of Italy Conference and the Fabre Line. By 
the terms of the agreement the Fabre Line undertakes to main- 
tain the rates, terms and conditions established by the West 
Coast of Italy Conference governing the transportation of freight 
from North Atlantic ports of the United States to the West 
Coast of Italy ports with respect to both direct cargo and trans- 
shipment cargo moving via Naples and Palmero. 

Modification of agreement filed by the Far East Conference 
under section 15 of the shipping act was approved by the Board. 
The modification in effect permits members of the Conference to 
substitute $25,000 in national bonds of any government under 
whose flag vessels are operated in the Conference, in lieu of 
cash or United States Government bonds now on deposit with 
the secretary of.the Conference. 

Through billing arrangements of the American West African 
Line with Panama Mail Steamship Company were approved by 
the Board, in compliance with requirements of section 15 of the 
shipping act. 

The Board also approved through billing arrangements of 
the Gulf Pacific Line with National Navigation Lines and Mexi- 
can State Line, and also with Panama Mail Steamship Company, 
as filed for approval under section 15 of the shipping act. 

The Board accepted the bid for the sale of the American 
Scantic Line submitted by A. V. Moore and E. J. McCormack of 
New York, on behalf of a corporation to be organized, which bid 
was submitted in accordance with the Board’s invitation for 
It provides for the 
purchase of not less than six of the eleven vessels therein des- 
ignated, and the trade name and good will of the American 
Scantic Line for $281,820. 

The bid was submitted under the terms and conditions as 
outlined in the invitation for bids and was accepted on condition 
that the bidder would consent to the form of contract accom- 
panying the invitation for bids, which provided for a five-year 
period of guaranteed service. An understanding will be had, 
however, that if at any time during the five-year period it be- 
comes possible by reason of federal legislation or otherwise for 
the buyer to construct in the United States vessels suitable for 
operation on the line and to operate them under American regis- 
try at a cost approximately not in excess of the cost of foreign 
construction and operation, the buyer will so construct six ves- 
sels suitable for operation on the line and substitute the same 
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for vessels operated pursuant to the terms of the original agree- 
ment. In such event the period of guaranteed operation will be 
ten years from the date of delivery of the first vessel instead of 
five years. 

The Board in connection with the recent authorized re- 
arrangement of its former American Pioneer Line into separate 
North Atlantic and Gulf divisions, has informed Oakley Wood, 
president of the Atlatntic Gulf & Oriental Steamship Company, 
that it would be willing to negotiate with him for the sale of 
the line. 


COMMERCE IN AMERICAN SHIPS 


In the six months ended with June, American vessels car- 
ried 35.7 per cent, by value, of the domestic exports of the 
United States in foreign trade, as compared with 33.5 per cent 
in the corresponding period of 1926, according to the monthly 
summary of foreign commerce issued by the Department of 
Commerce. In June American vessels carried 35.4 per cent of 
the domestic exports as compared with 34.2 per cent in June, 
1926. 

In the six months ended with June American vessels carried 
33.5 per cent of general imports, as compared with 30.1 per cent 
in the corresponding period of 1926. In June American vessels 
carried 37.4 per cent of general imports as compared with 30.6 
in June, 1926. 


FREE ZONE AT CONSTANTINOPLE 


The Grand National Assembly of Turkey has approved a law 
authorizing the government to create a free zone within the 
municipal limits of Constantinople or in its neighborhood, ac- 
cording to advices to the Department of Commerce from Trade 
Commissioner W. E. Nash, Constantinople. The following com- 
mercial and industrial operations will be permitted within the 
free zone: 


Warehousing of goods either for importation or exportation; re- 
packing, classification, dilution, cleaning of warehoused goods, modi- 
fication of their nature and form, and similar operations; transfor- 
mation of raw materials, of Turkish or foreign origin, into finished 
articles; assembling of apparatus, machines, and motors from parts 
manufactured in Turkey or abroad; and the repairing and construc- 
tion of vessels and boats with Turkish or foreign materials. 


TO ASK SHIP LEGISLATION 


Pacific coast ship interests, organized in the Pacific Ameri- 
can Steamship Association and the Shipowners’ Association of 
the Pacific Coast, are expected to establish an office in Wash- 
ington with a view to having it supervise efforts of the ship- 
ping interests of the country to obtain legislation at the com- 
ing and subsequent sessions of Congress. James H. MacLaf- 
ferty, of Oakland, former member of Congress from California, 
but more recently assistant to Secretary Hoover, has resigned 
from the office he has held for some time. He is expected to 
become resident vice-president of the shipping organization that 
will interest itself in legislation affecting shipping proposed in 
Congress and the making of regulations by executive branches 
of the government. A permanent office is planned for the or- 
ganization, in Washington, with a view to having the legislation 
and regulations made so that American capital will be justified 
in maintaining increased merchant marine operations under the 
American flag. 

An effort is to be made to interest ship organizations on 
all the coasts in this effort to have the American merchant 
marine represented in Washington by an organization that will 
be employed all the time on such problems. 


REVISED FOREIGN MAIL LISTS 


The Post Office Department, under date of September 3, 
issued revised lists of articles prohibited in the mails sent to 
Peru and Ecuador. The revised lists pertain to the regular 
and parcel post mails to Peru and the parcel posts mail to 
Ecuador. These lists take the place of earlier issues. 


TRANSPORTATION IN EUROPE 


Dr. Julius Klein, director of the bureau of foreign and dom- 
estic commerce of the Department of Commerce, who has just 
returned to Washington from an extensive study of European 
economic conditions, said in a statement that European business 
on the whole “has for some time been showing convincing evi- 
dence of recovery.” 

“Tangible data on the new commercial era in the Old World 
are abundant,” said he. “For example, transportation facilities 
have notably improved during the past twelve months. There 
has been a widespread expansion of air traffic, not simply on the 
continent but in definite plans for service from the European 
capitals to the trade centers of Africa, the Far East, and even 
for combination air, rail and ship facilities to South America. 

“Rail traffic has been notably expedited and several new 
‘luxury trains’ have been recently put on. Even shipping has 
revived of late, especially because of the further replacement of 
steam by motor power. German tonnage, for example, now 
stands at about 3% million tons. largely of the latest motorized 
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type, and although this is some thirty per cent below its pre. 
war total, it is probably almost equal to the 1913 figure in termg 
of actual carrying power.” 

After commenting on steps being taken to obtain increaseq 
business in Europe, Mr. Klein said that the time “for watchful, 
aggressive initiative for American export is at hand.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended on August 27 
totaled 1,109,225 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. 

This was the highest loading for any one week so far this 
year, but was a decrease of 19,338 cars under the corresponding 
week in 1926 and a decrease of 15,213 cars under the corre- 
sponding week in 1925. 

The total for the week of August 27, however, was an in- 
crease of 42,589 cars above the preceding week this year, in- 
creases being reported in the total loading of all commodities, 

Revenue freight loaded by districts the week ended August 
20 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 9,255 and 10,190; live 
stock, 2,921 and 2,678; coal, 47,478 and 49,657; coke, 2 ,540 and 3, 107; 
forest products, 5,148 and 4,601; ore, 6,009 and 6,965: merchandise, 
L. C. L., 69,620 and, 69,204; miscellaneous, 107,430 and 111,019; total 
1927, 250,396; 1926, 257, 421; 1925, 262,733 

‘Allegheny district: Grain and aed products, 3,927 and 4,164; 
live stock, 2,672 and 2,701; coal, 47,432 and 51,753; coke, 4,714 and 
5,120; forest products, 3,176 and 3,574; ore, 11, 437 and 14, 898; mer- 
chandise, % ©. LL. 231 and 56,651; miscellaneous, 92,503 and "88, We 
total 1927, 222,092; "1926, 227,578; and, 1925, 9. 

Pocahontas district: Grain and grain pants ell 273 and 306; live 
stock, 288 and 184; coal, 48,257 and 45,100; coke, 430 and 686; forest 
products, 1,897 and 1,643; ore, 100 and 106; merchandise, a ee 
7,584 and 7,392; miscellaneous, 6,282 and 6,376; total 1927, 65,111; 
1926, 61,793; ‘and, 1925, 3. 

Southern district: Grain and grain products, 4,336 and 3,908; 
live stock, 2,013 and 1,859; coal, 30,039 and 26,779; coke, 581 and 791; 
— products, 22, 114’ and 21 ,806; ore, 1,159 and 1,405; merchandise, 

Cc. L., 41,996 and 42,031; ‘miscellaneous, 56,345 and 52,351; total 
1927. 158, bg3; 1926, 150,930; and, 1925, 158,353. 

Northwestern’ district: Grain and grain products, 20,550 and 15,183; 
live stock, 7,554 and 8,554; coal, 7,402 and 6,732; coke,  & 342 and 1,498; 
~~ products, 16,361 and 16, 569; ore, 41, 241 and 52, 781: merchandise, 

C. L., 34,510 and 35,106; miscellaneous, 46,229 and 46, 664; total 1927, 
175, 189; 1926, 183,087; and, 1925, 175,717. 

Central ‘Western district: Grain and grain products, 16,795 and 
bee nae live stock, 11,154 and 11,971; coal, 9,849 and 15,405; coke, 299 

d 319; forest products, 12 “|; ‘and 12, 599; ore, 3,140 and 3, 902; mer- 
po wel a L. C. L., 35,255 and 35,802; miscellaneous, 66,860 and 69, 753; 
total 1927, 155, 370; "1926, 166,700; and 1925, 159,268. 

Southwestern district: Grain and grain products, 5,597 and 4,995; 
live stock, 3,597 and 3,219; coal, 4,671 and 5,520; coke, 172 and 178: 
forest products, 9,252 and 10, 211; ore, 516 and 423; merchandise, L. 
Cc. L., 17,471 and 17,764; miscellaneous, 41,208 and "38, 744; total 1927, 
82, 484’: 1996, 81,054; and, 1925, 84,875. 

Total ail roads: Grain and grain products, 60,733 and 55,695; live 
stock, 30,199 and 31,166; coal, 195,128 and 200, 946; coke, 16, 078 and 
Hi, 699; forest _ Products, 69, 961 and 71,003; ore, 63,602 and 80,480; 
merchandise, L. C. L., 262,667 and 263,950; miscellaneous, 416,857 and 
413,624; total 1927, 1,109, 225; 1926, 1,128, 563; and, 1925, 1,124, 438. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 ,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Hive: Weeks 19 AOTiisc«ccscvceee 4,890,749 4,791,006 4,710,903 
Four weeks in May............- 4,096,742 4,145,820 3,869,306 
Four weeks in June...........- 3,974,160 4,089,340 3,965,872 
Five weeks in July............. “aan 397 5,213,759 4,945,091 
Four weeks in August .......... 4,2 1359 4,388, 118 4,321,427 

WOE: ci bivsacinedegawcuemecen 34,511,482 34,611,028 33,595,008 


PORTERS WANT WAGES SANS TIPS 


The Brotherhood of Sleeping Car Porters has announced 
the preparation of a complaint against the Pullman Co., for 
filing with the Commission, looking to a change in the basis of 
the compensation of its members. At present the porters re- 
ceive, according to the announcement, a wage of $72.50 per 
month from the company and tips from the public. According 
to the announcement, the porters desire a straight wage of 
$150 per month without tips. Tips received are estimated to 
amount to $7,000,000 a year. 


CONDITION OF EQUIPMENT 


Class I railroads on August 15 had 9,074 locomotives in need 
of repair or 14.9 per cent of the number on line, according to 
reports filed by the carriers with the car service division of the 
American Railway Association. This was an increase of 539 
compared with the number in need of repair on August 1, at 
which time there were 8,535 or 14 per cent. Of the total num- 
ber of locomotives in need of repair on August 15, 4,876 or 8 
per cent were in need of classified repairs, an increase of 128 
compared with August 1, while 4,198 or 6.9 per cent were in 
need of running repairs, an increase of 411 compared with the 
number in need of such repairs on August 1. Serviceable loco- 
motives in storage on August 15 totaled 6,451 compared with 
6,663 on August 1. 
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UTICA, N.Y. 






In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 





HOTEL COSMOPOLITAN 


DENVER, COLORADO 


460 ROOMS WITH BATH 


Opened June 5, 1926 
The Largest and Finest Hotel in the State 


ae 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 


WORLD WIDE 


FREIGHT SERVICE 


1 0 4 SHIPS. Frequent sail- 
ings. Many special- 


ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These are some of the factors which 
enable us to render the shipper a 
service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 127 South State St., Chicago 


A. C. FETTEROLF 
Vice President Freight Trafic 
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PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 


S.S. COLOMBIA ...... .....-September 17 September 19 
S.S. VENEZUELA........... October 8 October 10 
So eee October 29 October 31 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 
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It's the Dinkler Hotels 


The Carling—Jacksonville, Fla. 
300 rooms—300 baths 
The Redmont—Birmingham, Ala. 
250 rooms—250 baths 
The Tut wiler—Birmingham, Ala. 
Cn do ate > 425 rooms—425 baths 
wat “Ek hocl's =‘ The Andrew Jackson—Nashville, Tenn. 
poems Me | 400 rooms—400 baths 
facilities for any The Ansiey—Atianta, Ga. 
eg , *, pare 450 rooms—450 baths 
— The Piedmont—Atianta, Ga. 
tourist. ‘Truly the 400 reoms—75 sample rooms 
pas Pope csepcns~ Reasonable rates—Best of service 
Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co.. Inc. 


Carling L. Dinkler, Pres. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, * 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : , 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





e 


i 


Damages—Measure Of 

New York—Question: On February 3, 1927, we made a 
shipment of one electric sign which was forwarded in a specially 
constructed box in order to eliminate as far as possible damage 
which might occur due to handling. 

The shipment when delivered to the consignee was found 
to be badly damaged and the express company was immediately 
notified by the consignee, which notice was confirmed with a let- 
ter. The express company acknowledged receipt of the notice 
of damage from the consignee and requested them to hold the 
damaged shipment for their inspection. The express company’s 
inspector called nine days after the shipment had been delivered 
and the consignee wrote the express company after the inspec- 
tor had called requesting them to advise what disposition should 
be made of the damaged sign. No information was given by the 
express company until March 18, when their agent at destina- 
tion informed the consignee that the damaged sign should be re- 
turned to the express company. 

At the request of the consignee claim was filed for the total 
value of the sign with the express company. On the claim form 
we informed the claim department of the express company that 
the damaged sign had been returned to their company by the 
consignee at destination. 

The express company now inform us that their investiga- 
tion of this claim develops that the damaged sign could have 
been repaired at a cost of $75.00 and they have offered us that 
amount in settlement. If the statement of the express company 
is true that the sign could have been repaired for $75.00 that 
is something the consignee had no knowledge of at the time 
the damaged sign was delivered to them. 


This sign was immediately required by the consignee’s 
advertising department for exhibition purposes and they could 
not wait for repairs in view of which they ordered a complete 
new sign. ' 

The last word we have from the express company is that 
they are obliged to make the shipment whole and if they had 
this sign repaired and delivered to the consignee in as good 
condition as it was when originally shipped, that is all they 
could be asked to do. 

The fact is that the consignee could not use two signs and 
in view of the fact that at the request of the express company’s 
agent at destination the sign was delivered to the express com- 
pany for salvage purposes, should not the express company 
settle our claim for the full amount and return the damaged 
sign to the manufacturer for whatever salvage value they can 
obtain? 

In other words, we would appreciate an expression from 
you stating what you believe the liability of the express com- 
pany is in connection with this matter and what you think the 
chances would be of collecting the full amount of our claim by 
suit against the express company. 

Answer: While it is the duty of the consignee or owner of 
goods to minimize damages, which duty may require the con- 
signee or owner to have the goods repaired, if such repairs will 
restore the goods to their original condition or substantially so, 
we do not believe that under the circumstances of the instant 
case, when taking into consideration the use to which the 
goods were to be put, that such a duty was imposed upon the 
consignee. Furthermore, it appears that the carrier was aware 
of the situation and that its handling of the case was such as 
to lead the consignee to believe that it would advise the con- 
signee as to what disposition should be made of the damaged 
sign. We are, therefore, of the opinion that the carrier is liable 
for the difference between the value of the goods as delivered 
and their value had they been delivered in the same condition 
as when tendered to the carrier for transportation. 

Bills of Lading—Surrender of Order Notify. 

Texas.—Question: Referring to your Questions and Answers 
column, page 478, August 27, 1927, issue of The Traffic World. 
Please note that in reply to “Kentucky” we failed to get a clear 
impression from the question asked, or your answer is not 
clearly stated. 

If the delivering agent and consignee had knowledge of the 
bill of lading being in the bank then, of course, there was no 
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reason for an indemnity bond being issued. But, assuming 
that this was not true and that the location of the bill of lading 
was unknown to either the agent or consignee, and in fact 
appeared to be lost or misplaced, then in this case is it not a 
fact that the carrier can relieve itself of all liability in reference 
to the surrender or later appearance of the original bill of 
lading in securing proper indemnity or surety bond or requiring 
payment by certified check of 125 per cent of the invoice value 
on shipment. We understand, of course, that if goods were 
delivered on any basis “to one who is not entitled to them, 
without producing and surrendering the bill of lading’ that the 
carrier would be liable for full invoice value. 

We continually handle deliveries in the above manner, but, 
of course, this is never done unless it is a known fact that the 
bill of lading is lost temporarily and if this provision was not 
made; unreasonable delay and damage, account of market decline 
or deterioration in goods, would not be protected. Because of 
the importance of this matter it will be highly appreciated if 
you will arrange to publish further detailed facts that will 
clear up this item. 

Answer: In Rule 7 of Consolidated Classification No. 4 it 
is provided: 


The surrender of carrier’s original bill of lading properly endorsed 
is required before delivery of the property, but if such bill of lading 
be lost or delayed, the following will govern: The property may be 
delivered in advance of the surrender of the bill of lading upon re- 
ceipt by the carrier’s agent of a certified check for an amount 
equal to one hundred and twenty-five per cent of the invoice or value 
of the property, or, at the carrier’s option, upon the receipt of a 
bond, acceptable to the carrier, in an amount of twice the amount 
of the invoice or value of the property, or a blanket bond may be 
= when satisfactory to the carrier as to surety, amount and 
orm. 


Sections 9, 10 and 14 of the Bills of Lading Act provide: 


Section 9—That a carrier is justified, subject to the provisions 
of the three following sections, in delivering goods to one who is 

(a) A person lawfully entitled to the possession of the goods, or 

(b) The consignee named in a straight bill for the goods, or 

(c) A person in possession of an order bill for the goods, by the 
terms of which the goods are deliverable to his order; or which has 
been indorsed to him, or in blank by the consignee, or by the mediate 
or intermediate indorsee of the consignee. 

Section 10—That where a carrier delivers goods to one who is 
not lawfully entitled to the possession of them, the carrier shall be 
liable to anyone having a right of property or possession in the goods 
if he delivered the goods otherwise than as authorized by subdivisions 
(b) and (c) of the preceding section: * * * 

Section 14—That where an order bill has been lost, stolen, or 
destroyed a court of competent jurisdiction may order the delivery 
of the goods upon satisfactory proof of such loss, theft, or destruc- 
tion and upon the giving of a bond, with sufficient surety, to be 
approved by the court, to protect the carrier or any person injured 
by such delivery from any liability or loss incurred by reason of 
the original bill remaining outstanding. The court may also in its 
discretion order the payment of the carrier’s reasonable costs and 
counsel fees: Provided, a voluntary indemnifying bond without order 
of court shall be binding on the parties thereto. 

The delivery of the goods under an order of the court, as pro- 
vided in this section, shall not relieve the carrier from liability to a 
person to whom the order bill has been or shall be negotiated for 
a without notice of the proceedings or of the delivery of the 
goods. 


The fact that the carrier requires a bond of indemnity to 
be given by the notify party or delivers the goods upon receipt 
by the carrier’s agent of a certified check for an amount equal 
to 125 per cent of the invoice or value of the property, in 
accordance with the provisions of Rule 7 of Consolidated Classi- 
fication No. 4, does not relieve the carrier of liability to the 
consignor for delivery of the ‘goods without requiring the 
surrender of the bill of lading. 


A condition precedent to the delivery of an order notify 
shipment so as to relieve the carrier from liability to the shipper 
for the value of the shipment is the taking up by the carrier 
of the order notify bill of lading. Of course the carrier is 
protected in the event that it obtains a bond of indemnity or a 
certified check in the amount of the value of the shipment, but 
out of the amount of the bond or the certified check the shipper 
must be paid the value of the shipment unless, of course, he 
authorizes a delivery of the shipment without the surrender 
of the order bill of lading. 


There is no obligation on the part of the carrier to deliver 
an order notify shipment without requiring a surrender of the 
bill of lading in order to prevent delay in the delivery of the 
goods, although, presumably, if a bond of indemnity or certified 
check were tendered to the carrier by the notify party the 
carrier would have no grounds for refusing the delivery of the 
shipment. Nevertheless, unless a release is obtained from the 
shipper the carrier, in delivering an order notify shipment 
without requiring surrender of the bill of lading, must account 
to the shipper for the value of the shipment either out of the 
amount of the bond of indemnity or certified check, or out of 
its treasury, in the event it delivers the goods without protecting 
itself by requiring a bond of indemnity or certified check from 
the party to whom the shipment is delivered. 


Bills of Lading Act—Application of 


Louisiana.—Question: Does the Bills of Lading Act govern 
bills of lading issued by a steamship agent covering export ship- 
ments moving from a port in this country to a port in a foreign 
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COASTWISE GULF SERVICE 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau St, ‘New vow York City 


ncies: Beaumont, Buffalo, Chicago, les. sedis 
— po Gaivune, Pensacola, Pittsburgh, a i ‘ 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From | 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC, Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, II. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 
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VIA 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Se 


tee 
our Branch Offices at ports of call, 


Use President 
Steamers 


to the Orient via Seattle and the great Circle 
Route. Regular sailings every other Tuesday 
to Yokohama, Kobe, Shanghai, Hong Kong 
and Manila. 


Through bills of lading to other ports. 


hen 
= 


T. J. Kehoe, General Eastérn Agent, 32 Broadway, New York 


W. G. Roche, Inc. General Agent, R. W. Bruce, General Agent, 
_ 1714 Dime Bank Building, 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B. C., Victoria. B. C. 
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country, no rail haul being involved in any way, the movement 
being strictly a port-to-port movement? 

Answer: The first section of the Bills of Lading Act pro- 
vides: 

That bills of lading issued by any common Carrier for the trans- 
portation of goods in any territory of the United States, or+ the 
District of Columbia, or from a place in a state to a place in a 
foreign country, or from a place in one state to a place in another 
state, or from a place in one state to a place in the same state 


through another state or foreign country, shall be governed by this 
act. 


A movement by rail preceding a movement by steamship is 
not, in accordance with the above, a condition precedent to the 
application of the Bills of Lading Act to a movement from a port 
in the United States to a port in a foreign country. 

Limitations—Action for Amount Erroneously Refunded as 

Overcharge 

Illinois.—Question: Have you knowledge of any recent de- 
velopment with respect to the period of limitation applicable to 
erroneous settlement of an overcharge’claim by carriers, where 
the overcharge was refunded within the three-year statutory pe- 
riod and subsequent thereto it developed that the refund should 
not have'been made? 

We have a copy of the decision in the case of Michigan Cen- 
tral Railroad Company vs. I. M. Partridge Lumber Company, 
17 Fed. Rep. (2nd) 657, wherein the U. S. District Court holds 
that the statute of limitations which applies is that of the par- 
ticular state (Minnesota, six years) in which suit may be 
brought. The amount involved in the Partridge case was only 
$55.75. Do you know whether or not an appeal has been taken 
in this case? Have you knowledge of any other cases involving 
this principle now pending? 

Answer: We have no knowledge of a later decision of the 
courts than that in Michigan Central Railroad Co. vs. Partridge, 
17 Fed. (2nd) 657, relating to the question of the period of limita- 
tion governing an action by a carrier for an amount erroneously 
refunded as an overcharge. Furthermore, we are not advised as 
to whether an appeal has been taken in the above case to the 
Federal Court of Appeals having jurisdiction thereof. 


Tariff Interpretation—Commodity Rate to Be Read in Light of 
Governing Classification 

Illinois—Question: Do you consider that your answer to 
West Virginia on page 366 of the August 13, 1927, Traffic World, 
under the above heading would be changed if to the question 
would be applied the principle set forth in the decision of the 
Commission in 18027, Buffalo-Springfield Roller Co. vs. Detroit, 
Toledo & Ironton R. R. Co. et al., 126 I. C. C. 177? 

If the article shipped actually came within the descriptive 
terms of the commodity item, it would seem that the commodity 
rate would apply, regardless of whether or not the article 
shipped was included in the governing classification under an- 
other heading. 

It is presumed the rates West Virginia referred to are com- 
modity rates. 

Answer: From one angle, it does appear that under the 
opinion of the Commission in the case to which you refer a com- 
modity item applying on crushed stone would apply on bitumi- 
nous rock asphalt, inasmuch as bituminous asphalt rock is ap- 
parently a stone in the same sense that a road roller is a ma- 
chine, although not so designated in the classification. 

However, the fact that in Item 25, page 405 of Consolidated 
Classification No. 4, bituminous asphalt rock is specifically ex- 
cluded from the application of the ratings on natural stone, fur- 
nishes a distinction which we believe makes inapplicable to the 
question involved in our answer to West Virginia the opinion of 
the Commission in Buffalo-Springfield Roller Co. vs. D., T. & I. 
RK. R. Co., 126 £.. C,. C. 177. 

Damages—Delay to Machinery 

New Jersey.—Question: We would thank you to give us the 
benefit of your opinion and also references to certain decisions 
which may have a bearing on the following case: 

Consignor made a shipment of equipment which was to be 
used on construction work at destination. Through error on the 
part of the carrier’s agent, shipment was forwarded to a destina- 
tion not shown on the bill of lading, which resulted in consider- 
able delay, and shipment arrived at destination about eighteen 
days later than the normal time it would have taken if the ship- 
ment had been properly handled. Consignor, who was also the 
consignee, rented equipment to take the place of that which was 
still in transit, he no doubt being under the impression that the 
original shipment had been lost or delayed. 

It is our opinion that the carrier is liable for the damage 
incurred, namely, rental charges on the hired equipment. 


Answer: The measure of damages for unreasonable delay 
in transportation of machinery is its rental value during the time 
it was improperly delayed, or, in other words, the value of its 
use to the owner, but there is some authority to the contrary. 
It is said that a loss of the use of machinery during the time 
delivery was delayed is the natural and proximate result flowing 
from the delay. To this is to be added such reasonable expense 
as may be incurred by the shipper in making a search for the 
goods or in endeavoring to secure delivery. 
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See Southern Ry. Co. vs. Coleman (Ala.), 44 Southern 837; 
Priestly vs. Northern Indiana, etc., R. Co. (Ill.), 79 Amer. Dee, 
369; Texas, etc., R. Co. vs. Hassell (Tex.), 58 S. W. 54; Gulf, etc, 
R. Co. vs. Gilbert (Tex.), 22 S. W. 760, 23 S. W. 320. 

Reparation—Long and Short Haul Violation 

Tennessee—Question: A sfates B. & O. Railway cannot 
handle cotton to Taftville (R. R. name Tafts, Conn.) on the Bos. 
ton basis, as said station is not indexed in B. & O. Railroad 
“East Bound Rates Basis & Billing Instructions,” I. C. C. A-4; 
neither does this tariff show the so-called “Intermediate note” 
nor carry “Rule 77,” also that the legal rate applicable is the com. 
bination of locals in so far as Agent Glenn’s “Eastern Cotton 
Tariff” I. C. C. A-598 on page 73-A refers to rates found in Sec. 
tion No. 1 of tariff apply rates published to. See page 19, which 
page refers to “B. & O. Railroad Company’s I. C. C. A-4.” 

B states that since Taftville, Conn., is intermediate to New 
London and Worcester on the N. Y., N. H. & H. Railroad, and 
that cotton going to Worcester or New London may be routed 
through either of these points, that it is a known fact that where 
no provision is made for using Boston as a basis for rates to 
Taftville in so far as New London and Worcester are both shown 
to bear Boston basis in B. & O. A-4 that under the 4th section 
the legal rate applicable to Taftville would be Boston basis. 

A states in order to use Boston as a basis for a rate to Taft- 
ville it would first be necessary for the B. & O. to publish such a 
provision in their tariff, otherwise the legal rate applicable is the 
combination of locals. 

Shipper could after paying the legal rate have recourse upon 
the B. & O. for the application of the Boston basis. Carrier 
could be made to publish such a provision under the 4th section 
also because competitive carriers carry the Boston basis in their 
tariffs. After the publication of this provision shipper could 
then demand the carrier apply to the Commission for authority 
to make reparation to the shipper to the basis of the rate to 
Boston basing points. : 

A also stated that the only way for the protection of the rate 
based on Boston to apply to Taftville, Conn., would be to insert 
rate applicable to Boston in Bill of Lading, together with con- 
flicting routing B. & O., B. R. & P., L. V., etc., and agent of the 
originating carrier signing Bill of Lading without calling on 
shipper to find out if rate or route must be protected. In this 
instance the agent of the originating carrier failing to call on 
shipper and signing the Bill of Lading with the conflicting rate 
and routng would make originating carrier liable for the combi- 
nation of locals and not the shipper. 

Answer: With respect to this question, see Jas. C. Davis 
vs. Portland Seed Co., 264 U. S. 403. In this case the court held 
that the published tariff rate must be applied from an interme- 
diate point, even though higher than from the more distant.point 
and that the question of reparation for the difference between 
the two points was a matter to be determined by the Interstate 
Commerce Commission and not by the courts. You are no doubt 
familiar with the views of the Interstate Commerce Commission 
on this question, the Commission holding that reparation may 
not be awarded merely because of a violation of the long-and- 
short-haul provision of the 4th section of the Interstate Com- 
merce Act. In this connection see Iten Biscuit Co. vs. C., B. & 
Q., 50 I. C. C. 724; Ohio Farm Bureau Federation vs. N. Y. C. 
R. R. Co., 104 I. C. C. 490; Northeast Mississippi Traffic Bureau 
va. Ni O., 100 ‘L.C. CG. 248, 

See, however, Traffic Bureau, Chamber of Commerce (Lynch- 
burg, Va.), 104 I. C. C. 2938, in which case the Commission said: 


By the way of the route designated by the complainant, River- 
mont is intermediate to Lynchburg. Complainant, therefore, con- 
tends that the rate charged was unreasonable and in violation of 
the long-and-short-haul provision of the fourth section in that it 
exceeded the 25% cents rate to Lynchburg. The record indicates that 
at the time of movement the departure was protected by an appro- 
priate application and, as previously stated, subsequent to the move- 
ment, Rivermont was accorded the Lynchburg rate. While evidence 
of a departure from -the long-and-short-haul provision of the fourth 
section of the act does not establish the unreasonableness of the 
intermediate rate, it is evidence tending in that direction, particularly 
when accompanied by the subsequent establishment of the lower rate. 
In the instant case defendants introduced no evidence bearing upon 
the issue of unreasonableness. 


A shipper cannot compel a carrier to submit on the Commis- 
sion’s special docket a claim for authority to make reparation, 
but a shipper may file an informal complaint with the Commis- 
sion. The Commission, however, in handling a matter on its 
informal docket, will not make an order requiring the carrier to 
reparate. If the carrier is willing to do so, and the Commission 
is of the opinion that a rate has been shown to be unreasonable, 
the Commission will permit the carrier to make reparation. It 
will not, however, issue an order requiring the carrier to make 
reparation on its informal docket. 

Under the Commission’s findings in Union Saw Mill Co. vs. 
St. L., I. M. & S. Ry. Co., 40 I. C. C. 661, a carrier is liable for 
misroute if it fails to forward a shipment via the cheapest rea- 
sonable route, in the event that the rate shown in the Bill of 
Lading is not applicable via the route shown therein or via any 
other route, which would be the case were a rate to a more dis- 
tant point shown in a Bill of Lading instead of the lowest com- 
bination rate. If, in the instant case, a shipment were forwarded 
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ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 


equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 


flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., “ny!” 


A. C. JOHNSON 
Vice President 
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NEWARK, N. J. 


STORAGE 


ATI 
J 


(Jersey | 
ay 


STORAGE IN TRANSIT 


Located in the Heart of the City and in the Center of the New York Metropolitan Area 
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POOL CAR DISTRIBUTION 


ALL FREIGHT UNLOADED UNDER COVER 


For rates and arrangements apply or write to 


F. W. STOKES, Manager 


The territory reached by over ten 
thousand miles of the main line of 


Chicago & North Western Railway 


within Illinois, Wisconsin, Michigan, Iowa, Minnesota, Nebraska, South Dakota, North Dakota and 
Wyoming now produces a notable quantity of the manufactured commodities reaching markets in 


all directions. 


The natural resources of these states comprising great wa- 
ter powers, coal, iron, lead, zinc, clay, shale, stone and other 
mineral deposits, and large tracts of timber lands supplying 
forest products, are of continued value and further adapta- 
tion in the growth of industry here. 


Also, through the cultivation of a great area of the fertile 
lands in this fine agricultural country, a vast volume of the 
foodstuffs of the nation is produced, and still offering oppor- 
tunity for the development of new agricultural districts. 


The essentials in natural conditions for the progressive wel- 
fare of industriovs people are found in this section of the 
country. 


This is to invite investigation of this part of the northwest 
by persons seeking possibilities for new homes or business 
enterprises. 


The North Western Line is concerned in the fullest develop- 
ment of the territory it serves and as well as possible by 
co-operative effort with interested parties strives to do its 
best in this direction. 


Manufacturers and jobbers desiring information regarding 
available properties, both vacant land and buildings having 
track service, will be furnished with particulars of this kind 
upon request. Attention will also be given to arranging for 
such further information in this regard as may be required, 


Address GEORGE BONNELL, Industrial Agent, 226 West Jackson Street, Chicage 


CHICAGO & NORTH WESTERN RAILWAY 


H. W. BEYERS 
Freight Traf. Mgr. 


Ss. F. MILLER 
Asst. Frt. Traf. Mgr. 


A. R.GOULD 
Asst. Frt. Traf. Mgr. 


THE BEST OF EVERYTHING IN THE BEST OF THE WEST 


GRINNELL DRY SYSTEM SPRINKLER THROUGHOUT 
Private Siding Connection with The Central Railroad Co. of New Jersey 


NEWARK WAREHOUSE COMPANY, Newark, New Jersey 











D. H. HOOPS 
Gen’! Freight Agt. 
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by the carrier via a reasonable available route over which the 
lowest combination applied, this rate would be the legally appli- 
cable rate, regardless of routing instructions shown in the Bill 
of Lading of the nature of those outlined by you. 

Tariff Interpretation—Applicaf{on of Intermediate Rule 

INlinois—Question: Wilson’s I. C. C. A-94 provides on the 
title page that the tariff is applicable on classes and commodi- 
ties from eastern points to stations in Michigan, Minnesota and 
Wisconsin named on pages 88 to 127. 

On page 144, paragraph 4, an intermediate clause is incor- 
porated providing for rates to unnamed points located on direct 
lines between two named destinations. 

Under the intermediate clause, is it permissible to use a rate 
to a point in Minnesota at an unnamed destination in Iowa lo- 
cated between a named point in Wisconsin and Minnesota? 

Has the Commission ruled that intermediate application 
may only be applied to unnamed destinations indicated on the 
title page of the tariff? 

Answer: While we are not aware of an opinion of the Com- 
mission directly in point, it is our opinion that under the prin- 
ciple of the findings of the Commission in United Shoe Machne 
Corporation vs. Director General, 55 I. C. C. 253, a tariff which 
states on its title page that it is applicable on classes and com- 
modities from eastern points to stations in Michigan, Minnesota 
and Wisconsin could not be used to obtain a rate to a point in 
Iowa by using the intermediate clause carried in the tariff. 

It is our opinion that the scope of the tariff is, unless other- 
wise specifically provided therein, limited by the description 
carried on the title page. 


Freight Charges—Liability of Consignor 


Ohio.—Question: Some time ago we made several ship- 
ments of material destined to a Pacific Coast point, shipment 
sold f. o. b. Cleveland, Ohio. 

The railroad company notified consignee of arrival of goods 
and it develops that owing to financial conditions the con- 
signee was unable to take delivery and finally made arrange- 
ments with the Assistant Freight Claim Agent of the delivering 
carrier to place the goods in public storage until the consignee 
was able to pick them up. 

The outcome was that the consignee finally went into the 
hands of a receiver. 

It appears that the freight and storage charges on these 
consignments were never taken into the receiver’s account as 
receivers for the consignee, although we understood, along about 
last March, that the receivership proceedings were still open 
and it would be several months before the case would be closed. 

Some length of time after the arrival of the goods we were 
notified by the delivering carrier that the goods were on hand 
and in storage and they requested disposition. 


We replied that inasmuch as they had made arrangements 
with the consignee to place goods in storage, awaiting later de- 
livery by the consignee, such an arrangement, in our estimation, 
would constitute a delivery and an election on the part of the 
railroad to hold the consignee responsible for the freight and 
storage charges. 


The delivering carrier, after due notice required by law, 
finally sold the goods on hand at public auction, is now request- 
ing that we remit the difference between the freight and accrued 
storage charges and the amount realized from the sale of the 
goods, basing their contention in accordance with Section 7 of 
Contract Terms and Conditions contained in the uniform freight 
bill of lading. 


In view of the above stated arrangements made between the 
railroad company and the consignee, did not this arrangement 
constitute an acceptance of delivery and should not the railroad 
company have filed a claim with the receiver for all charges due, 
or is this company lawfully responsible for the payment of these 
charges? 

Answer: There is no contractual relation between the car- 
rier and the consignee by the mere designation of the latter as 
consignee which obligates him to receive the goods or to pay 
the freight charges. However, the receipt of the goods by the 
consignee constitutes an implied promise to pay the freight 
charges thereon. 

The consignor, however, as the party who entered into the 
contract of shipment with the carrier, is ordinarily primarily 
liable for the payment of the freight charges, his liability being 
separate and distinct from that of the consignee who, by accept- 
ing the goods, obligates himself to pay the charges. 

As to demurrage charges accruing at point of destination by 
reason of delay on the part of the consignee in taking delivery 
of goods, the consignee being the party in fault becomes liable 
therefor. Where, however, the goods are not accepted by the 
consignee the consignor is liable for such demurrage charges. 
See Bewley-Darst Coal Company vs. W. & A. R. R. Co., 87 S. E. 
703; Baltimore, etc., R. Co. vs. Luella Coal Co., 81'S. E. 1044. 

In the instant case it does not appear that there was an ac- 
ceptance of the goods by the consignee so as to relieve the con- 
signor from liability for the demurrage and storage charges. It 
is true that the goods were held at point of destination by the 
carrier awaiting acceptance by the consignee, but this did not 
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constitute, in our opinion, a delivery of the goods by the carrier 
and an acceptance thereof by the consignee, so as to relieve the 
consignor from liability for the demurrage or storage charges 
which may have accrued prior to the time notice should have 
been given the consignor of the non-acceptance of the goods by 
the consignee, in accordance with the provisions of paragraph 1 
of Section B of Rule 2 of Agent B. T. Jones’ Storage Tariff No, 
1-F, I. C. C. No. 1867, and subdivision 8 of Section E-1 of Rule 4 
of Agent B. T. Jones Demurrage Tariff No. 4-G, I. C. C. No. 1855, 
and charges which accrued after notice was given, in accordance 
with the provisions of the tariffs above referred to. 


RATES ON PETROLEUM 


The rates suspended in I. and S. 2936, petroleum, from 
Chicago and St. Louis groups to Mississippi Valley points, rep- 
resent an effort on the part of the L. & N. and the* Southern 
Railway to readjust their rates in the territory involved to con- 
form to the normal adjustment to the intermediate southeastern 
territory, according to Ben F. Morris, commerce agent of the 
L. & N., who represented those carriers, at the hearing in that 
case, at Chicago, September 8, before Examiner Howell, along 
with supplemental order No. 1, and fourth section application 
No. 1613 et al. In the course of the hearing all the parties 
present expressed themselves as of the opinion the issues in- 
volved should be consolidated with the general investigation, 
docket 17000, part 4, petroleum and petroleum products. 

Mr. Morris explained that the present rates to the Gulf 
ports via the Mississippi Valley lines from the St. Louis and 
Chicago groups were 32.5 cents and 38.5 cents, respectively, and 
via the L. & N. and the Southern 41.5 cents and 47.2 cents. The 
rates proposed were 50.2 cents from the St. Louis group and 64 
cents from the Chicago group. He said that, in 1921, when the 
carriers proposed to establish the rates in the Mississippi Valley 
on a dry-land basis, a rate of 62 cents from St. Louis and Louis- 
ville to New Orleans had been proposed. The Commission, in 
64 I. C. C. 306, had prescribed a rate of 46 cents, but the Illinois 
Central had declined to publish a rate higher than its rate of 36 
cents from Shreveport to St. Louis. At that time, he said, the 
L. & N. and the Southern had gone out of the business between 
the original territories involved and the Gulf ports. He said the 
proposed changes under the suspended schedules would not affect 
any destinations except those exclusively served by the two lines 
involved. He made rate comparisons and introduced other tes- 
timony to show that the proposed rates were not unreasonable. 

F. C. Furry, assistant general freight agent of the Illinois 
Central, said the rates filed by his line of 56 cents from Chicago 
and 49.5 cents from St. Louis to Gulfport, Miss., which were sus- 
pended in the supplemental order, were filed to clear all inter- 
mediate rates and that they were no higher than necessary to 
do that. 

Two protestant witnesses, William Malone, traffic manager, 
the Newport Company, Carrollville, Wis., and H. T. Zaremba, 
chief rate clerk, Standard Oil Company of Indiana, opposed the 
proposed rates. 

Mr. Zaremba said his company shipped about forty cars of 
naphtha a year from Wood River, Ill. (in the St. Louis group), 
to Pensacola, and that if the 50.5 cent rate were allowed without 
any other adjustments, such as from the Ohio River crossings, 
his company would not be able to continue making those 
shipments. 

Mr. Malone presented rate comparisons and exhibits showing 
earnings accruing on the existing rates to show, as he contended, 
that the proposed rates were out of line with the existing adjust- 
ment and should not be allowed. 


RATES ON GLUE 


Hearing in docket 19429, Clarkson Glue Company against 
the C. B. & Q. and others, originally set for September 13, was 
held before Examiner Howell at Chicago September 9. Nuel D. 
Belnap, who represented the complainant, asked that the case 
be dismissed. It involved charges on one carload of glue and 
glue stock from St. Joseph, Mo., to Buffalo, N. Y. 


CHANGES IN DOCKET 


Hearing in I. & S. 2960, Lighterage or Transfer of Cotton- 
seed or Other Vegetable Oils in New York Harbor When From 
Southern Territory, assigned for September 9, at Norfolk, Va., 
= Examiner Fuller, was postponed to a date to be hereafter 

xed. 


Hearing in No. 19638, Chamber of Commerce of Portsmouth, 


O., vs. N. & W. Ry., assigned for September 8, at Portsmouth, 
O., before Examiner Johnson, was canceled. 

Hearing in Fourth Section Application 2040 et al., set for 
September 7, at Chicago, before Examiner Boat, was post- 
poned to December 6. 

Hearing in No. 19799, Middle Creek Coal Co. et al. vs. B. & 
O. R. R. et al., assigned for September 9, at Washington, D. C., 
before Examiner Weems, was canceled and reassigned for Sep- 
tember 29, at Washington, D. C., before Examiner Weems. 
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MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Between 


NEW YORK »« NEW BRUNSWICK, WWJ.) 


Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 16, NORTH RIVER, Foot of Barclay St., at 3 P.M. 


Telephone Barclay 8576 


eRIDGEWOOD 


N.Y. 


PATERSON? | HACKENSACK fA 


Steamer Connections Made with and Freight Delivered to Leading 
Water Lines in New York Harbor 


Prompt and Reliable Service Guaranteed 


THE MIDDLESEX TRANSPORTATION CO. 


Also operate DAILY EXPRESS AUTO SERVICE 
Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 
Trenton, Philadelphia 


And the following cities in New Jersey: 


Perth Amboy... 
Philadelphia 33 


Harrison .......N-. 
Highland Park. .N. 
Hightstown ....N. 
Hoboken ......N. 
Irvington ......N. 
Jersey City.....N. 


Arlington ..... 
Bayenne ....... 
Belleville ..... 
Bloomfield .... 
Bogota 

Bound Brook... 
Burlington .... 
Carteret ..... 
Camden 


vininin 
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Ridgefield ......N. 
Ridgefield Park.N. 
Ridgew a * 
Roselle Park.. 7 


2227 
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2222 
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East Newark... 
East Orange.... 


ZizizinZ 


k N. 
New Brunswick.N. 
North Bergen...N. 
Orange ........ N. 
Parlin 
Passaic ........ N. 
Paterson ......N. 


TERMINALS 


TRENTON, N. J. 
Anchor Warehouse Co. 
New York & Olden Ave. 
Phone 3509 & 3562 


NEW BRUNSWICK, N. J. 
Main 


Office 
Foot Hamilton Street 
Phone 401-410 


in iz2, 


West Hoboken. F 
West New York. 
Woodbridge ... 
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Hackensack .. West Orange....N. 


PHILADELPHIA, PA. 
Philadelphia Local Express 
1004 Spring Garden Street 
Phone POPLAR 4270 
NEWARK, N. J. 
General Storage Warchouse Co. 
6 Commercial Street 
Phone MARKET 3384 
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4 “@& od Public Service 


OVERNIGHT! 


SECOND MORNING! 
THIRD DAY! 


Fast F. reight Service 


. Between 


SPRINGFIELD, OHIO 


and the majority of 
Commercial Centers of 


OHIO-INDIANA & MICHIGAN 


5000 Miles of Electric Railway Territory 


FOR THE SPEED OF EXPRESS 
AT REGULAR FREIGHT RATES 


Route your outbound shipments and 
specify on your purchase orders 


via 


“IC&E” Traction Freight 


Cleveland 
Fort Wayne 
Cincinnati 
Indianapolis 
Detroit 
Toledo 
Columbus 
Dayton 
Lima 
Kalamazoo 
Grand Rapids 


Saginaw and many other points 


THE “IC&E” TRACTION LINES 


Wm. R. Huffer, Traffic Manager 
J. M. Drake, District Freight and Pass. Agent 
Springfield, Ohio 
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GOVERNMENT TRANSPORTATION BILL 


Editor The Traffic World: 

Attention is drawn to the August 13 issue of The Traffic 
World, page 372, and Sept. 3, page 507, wherein appears the 
statement that the government spends approximately $200,- 
000,000 annually for the transportation of passengers and freight. 
Exception is taken to this statement, as it appears to be greatly 
exaggerated when compared to the actual expenditures. 

According to government records during the last five years 
there was only $140,902,228.95 spend for the transportation of 
passengers and freight, sixty million dollars less than what the 
authority for your article states is spent in one year. 

Following are the amounts actually spent, the amounts not 
including transportation of the mails: 


Fiscal year ending, July 1, 1923, $40,257,612.28; 1924, $24,888,431.18; 
1925, $26,743,663.19; 1926, 23,012,522.30; 1927 (approximate), $26,000,000; 
total, $140,902,228.95. a 


During the five year period the transportation section of 
the general accounting office (created at the time of the Budget 
Bureau) recovered $3,259,211.82 from the carriers as the result 
of overpayments made by the administrative branches of the 
government, account of errors in classification, rates, and land 
grant deductions. 


Washington, D. C., Sept. 5, 1927. W. H. Hawley. 


THE MERCHANT MARINE 


Editor The Traffic World: 

Your articles on the desirability or undesirability of the 
U. S. merchant marine have always held my particular interest. 
Your article on this subject in your September 3 issue contains 
one very prominent argument for the discontinuance of an 
American merchant marine, which I believe should not go un- 
challenged. More particularly so, because your previous and 
present arguments rest on this very opinion. In the sixth para- 
graph of the article you make the statement: 


With the war over, its necessities (of an American merchart 
marine) ought to be treated as if they had never existed. 


You are entitled to great credit for liking to have it so and 
as the father of this wish you deserve due honor. However, 
it is only a wish and, unfortunately, this wish is not shared 
by a sufficient number of leaders in thought to make it come 
true at the present time. 


The war is not over until its effects are completely extinct. 
Any banker, business man, or diplomat of more than local 
or national vision will be ready to prove to you that not only 
is the recent war not over, but that the apparent—on paper— 
settlement of its consequences are such that they carry within 
themselves the germs to a future and future wars. This may 
sound irreverent to general American opinion, but the question 
of continuing the American flag of “good will” on the seven 
seas is not an American question. It is most decidedly an 
international question. 


From my personal (not business) regular and continuous 
contact with leaders of thought in practically every country, 
from the Cape of Good Hope to.the north polar regions and 
eastward from the Philippine Islands around the globe and back 
again, I am absolutely satisfied that the “peace” flag of the 
American merchant marine is doing more from a practical point 
of view for the U. S. A., as a whole, than any other single 
agency. I am not referring to the “war” flag of the U. S. A., 
which is flown in several foreign countries this very day, be- 
cause there is considerable room for argument regarding the 
justification of its presence anywhere at this time. 


What you call a “loss” of three billion dollars in the 
management of the American merchant marine should be prop- 
erly classified as an “advertising expense,” which is a business 
investment from the business man’s point of view, to further 
the promotion of foreign countries’ good will. 

You are at liberty to delude yourself with the idea that the 
contentment, prosperity, and happiness of the U. S. A. is self- 
sufficient; however, sooner or lateer, probably much sooner than 
most people expect, you will discover that no group of men, 
societies, nations, or races is definitely sufficient to themselves. 

Even U. S. government laws and regulations are subject to 
the greater law of “balance.” Do not let us deceive ourselves, 
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that we can “save” the expense of advertising our “good will,” 
and substitute therefor profit to a few individuals. 
With kindest regards and in the spirit of service to all men. 
Milwaukee, Wis., Sept. 7, 1927. Walter H. Braun. 


JULY RAIL EARNINGS 


The net railway operating income of the Class I railroads 
in July amounted to $84,383,388 which, for that month, was at 
the annual rate of return of 3.95 per cent on their property in- 
vestment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In July, 1926, their net railway 
operating income was $116,974,568 or 5.62 per cent on their 
property investment. Continuing, the Bureau said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in July is based on reports 
— 183 Class I railroads representing a total mileage of 238,670 
miles. 

Gross operating revenues for the month of July amounted to 
$509,379,876 compared with $557,895,181 in July 1926 or a decrease of 
8.7 per cent. Operating expenses in July totaled $383,716,671 compared 
= $396,357,688 in the same month in 1926 or a decrease of 3.2 per 
cent, 

Class I railroads in July paid $31,987,241 in taxes. This brought 
the total tax bill of the Class I railroads for the first seven months 
in 1927 to $217,147,637, a decrease of $1,343,605 or six-tenths of one 
per cent below the corresponding period in 1926. 

Thirty-one Class I railroads operated at a loss in July, of which 
seven were in the Eastern, four in the Southern and twenty in the 
Western District. 

Class I railroads for the first seven months in 1927 had a net 
railway operating income amounting to $556,997,049, which was at 
the annual rate of return of 4.47 per cent on their property invest- 
ment. During the corresponding period of the preceding year, their 
net railway operating income amounted to $612,574,771 or 5.05 per 
cent on their property investment. 

Gross operating revenues for the first seven months in 1927 
amounted to $3,531,787,807 compared with $3,592,608,836 during the 
corresponding period in 1926 or a decrease of 1.7 per cent. Operating 
expenses for the first seven months’ period of 1927 totaled $2,692,629,- 
041 compared with $2,700,475,707 during the corresponding period the 
year before or a decrease of three-tenths of one per cent. 

Net railway operating income by districts for the first seven 
months with the percentage of return based on property investment 
on an annual basis follows: 





Per Ct. 

Se I ois 5 ol dicisc00 vb aaddaee seve cae $ 23,196,876 4.91 
Se SN oo 5. oe 030-0 eevee e peteews v0 eeeaias 105,399,330 4.92 
ee ee eran 131,826,439 5.01 
PS co 47,326,769 8.38 
a BR re eer 307,749,414 5.30 
SOCK) BOWER DMPC oc. cc ccc cevencvciccesies 78,171,214 4.60 
bo es Te” a ea rc ere ere 42,290,944 2.69 
Centralwestern Region .......cc.secees 86,637,795 3.76 
SOUCNWORET TRIO cc dices ccctacccccsecececee 42,147,682 3.95 
Total Western District 171,076,421 3.46 
IE INS coset ies hike dain ce ike a delewbaeae $556,997,049 4,47 


In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of 
years can indicate the real trend of railway returns. The rate of 
return on property investment for the five years ending with the 
month of July, 1927, has averaged 4.55 per cent. 


Eastern District 


_ Complete returns show that the Class I railroads in the Eastern 
District for the first seven months in 1927 had a net railway operat- 
ing income of $307,749,414, which was at the annual rate of return 
of 5.30 per cent on their property investment. For the same period 
in 1926, their net railway operating income was $323,171,433 or 5.72 
per cent on their property investment. Gross operating revenues of 
the Class I railroads in the Eastern District for the first seven months 
in 1927 totaled $1,793,783,969, a decrease of one per cent under the 
ar. period the year before, while operating expenses to- 
taled $1,351,380,116, a decrease of four-tenths of one per cent under 
the same period in 1926. 

Class I railroads in the Eastern District for the month of July 
had a net railway operating income of $45,922,283 compared with 
$59,076,999 in July, 1926. 

Southern District 


Class I railroads in the Southern District for the first seven months 
in 1927 had a net railway operating income of $78,171,214, which was at 
the annual rate of return of 4.60 _ cent on their property invest- 
ment. For the same period in 1926 their net railway operating in- 
come amounted to $92,976,078, which was at the annual rate of re- 
turn of 5.77 per cent. Gross operating revenues of the Class I rail- 
roads in the Southern District for the first seven months in 1927 
amounted to $478,301,646, a decrease of 6.7 per cent under the same 
period the year before, while operating expenses totaled $365,517,811, 
a decrease of 3.7 per cent. 

The net railway operating income of the Class I railroads in 
the Southern District in July amounted to $9,136,729, while in the 
same month in 1926 it was $12,995,228. 


Western District 


Class I railroads in the Western District for the first seven months 
in 1927 had a net railway operating income of $171,076,421, which 
was at the annual rate of return of 3.46 per cent on their property 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 





Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Mo. P ac. and Con- 
nections Operate 
Thru Package Cars 


Route of Package Cars from Chicago to points on Missouri Pacific Lines 
From Chicago 


Deliver Arrive at 
To to destination 
Wabash 4th morning 
Wabash 4th morning 
Wabash 4th morning 
Houston a Wabash 4th morning 
Houston(G.C.L.Points) Tex. C.&E.L 4th morning 
Jefferson City Wabash 2nd morning 
Kansas City C.&E.I. 2ndmorning 
Kansas City Ill.Cent. 2nd morning 
Wabash 5th morning 
C.&A. 3rd morning 
Wabash 3rd morning 
Memphis C.G&E.I. 2nd day 
Monroe ........... .....:0.00- Wabash 3rd morning 
Wabash 3rd morning 
Wabash 3rd morning 
Wabash 2nd morning 
Wabash 6th day 
Wabash 5th morning 
Wabash 2nd morning 
Shreveport C.&E.I. 4th morning 
Texarkana 3rd morning 







For complete information coramunicate with any 
freight representative or 


O. G. Parsley 
Assistant Freight Trafic 
MISSOURI PACIFIC RAILROAD Co. 
Railway Exchange Building 
St. Louis, Mo. 


MISSOURI PACIFIC LINES 












592 


investment. For the first seven months in 1926, the railroads in that 
district had a net railway operating income of $196,427,260, which was 
at the annual rate of return of 4.04 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in the 
Western District for the first seven months this year amounted 
to $1,259,702,192, a decrease of seven-tenths of one per cent under 
the same period last year, while operating expenses totaled 
$975,731,114, an increase of 1.3 per cent compared with the first seven 
months the year before. 

For the month of July, the net railway operating income* of 
the Class I railroads in the Western District amounted to $29,324,376. 
The net railway operating income of the same roads in July, 1926, 
totaled $44,902,341. 


CLASS I RAILROADS—UNITED STATES 
Month of July 


1927 1926 
Total operating revenues.............. $ 509,379,876 $ 557,895,181 
Total operating expenses............+++ 383,716,671 396,357,688 
Re Be ) Ee ere 31,987,241 34,875,806 
Net railway operating income......... 84,383,388 116,974,568 
Operating ratio—per cent............-. 75.33 71.05 
Rate of return on property investment 3.95% 5.62% 
Seven Months Ended July 31 
Total operating revenues............. $3,531,787,807 $3,592,608,836 
Total operating expenses.............+:. 2,692,629,041 2,700,475,707 
EE, na wie iis Racle OM eO CR a hee el eke 217,147,637 218,491,242 
Net railway operating income......... 556,997,049 612,574,771 
Operating ratio—per cent..........:..+. 76.24 75.17 
Rate of return on property investment 4.47% 5.05% 


MEN IN TRANSPORTATION 





Development of the railroad transportation machine of the 
country into its present state of efficiency has been due, in no 
small measure, to the railroads voluntarily working together 
through the medium of the American Railway Association. In- 
dications of the effectiveness of the organization have been par- 
ticularly apparent in the last few years. 


To harmonize and coordinate, by recommendation, the prin- 
ciples and practices of American railroads with respect to their 
construction, maintenance, and operation is the declared object 
of the association, which had its inception in meetings of general 
managers and ranking railway officials, known as “Time-Table 
Conventions,” the first of which was held in Louisville, Ky., Octo- 
ber 1, 1872. At these meetings the only business transacted was 
the adoption of summer and winter time schedules for through 
passenger trains, until April, 1883, when the system of standard 
time was made effective, and when, in the same year, a report 
covering uniform train signals was adopted. The “Time-Table 
Meeting” of October 13, 1875, changed its name to the “General 
Time Convention.” In October, 1891, the name was changed to 
the “American Railway Association.” The association as it is 
now, however, is the result of a reorganization effected in 
January, 1919, when the scope of its activities was greatly 
enlarged and a number of separate railway organizations were 
taken into the association. 


The activities of the association cover practically every 
phase of railroad operation. The organization includes an oper- 
ating division, transportation division, traffic division, engineer- 
ing division, mechanical division, purchase and stores division, 
and freight claims division. The association maintains the car 
service division, with headquarters in Washington, the public 
probably being more familiar with that particular division than 
some of the others because of the nature of its activities. The 
association also maintains the Bureau of Railway Economics, 
the headquarters of which are in Washington. Another im- 
portant department is the bureau for the safe transportation of 
explosives and other dangerous articles, the headquarters of 
which are in New York. The freight claims division, with head- 
quarters in Chicago, is another active arm of the association. 
Among other sections are the freight container bureau, the 
medical and surgical section, the protective section, the safety 
section, the telegraph and telephone section, the freight station 
section, the signal section, and the electrical section. Joint 
committees on automatic train control, fuel conservation, and 
— > aaa of standard material deal with the subjects 
indicated. 


Through its many divisions and sections the association is 
engaged in activities designed to improve and make more 
efficient transportation by railroad. The mechanical department 
is conducting research work on an extensive scale to improve 
air brakes and the safety section is engaged in a campaign to 
reduce grade crossing accidents. Use of radio in connection 
with train operation is being studied by.the telegraph and tele- 
phone section. Accomplishments of the car service division, 
which brought about the establishment of the shippers’ regional 
advisory boards, are reflected in the character of service now 
being given by the railroads. 


At the head of this organization is Richard H. Aishton, 
who became its president March 1, 1920. He is also chairman 
of the executive committee of the Association of Railway Execu- 
tives. Born at Evanston, Ill., in 1860, and educated in the pub- 
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lic schools there, he entered railway service in 1878 as an 
axman in the engineering corps of the Chicago & North Western 
Railway, of which he became president, May 23, 1916. Up to 
June 1, 1895, he was, consecutively, with the Chicago & North 
Western, rodman, levelman, assistant engineer, superintendent 
of bridges and buildings, and division engineer. Later he wag 
assistant superintendent, division superintendent and general 
superintendent. He became assistant general manager July 1, 
1902, and general manager, January 24, 1906. From November 
1, 1910, to May 23, 1916, he was vice-president in charge of 
operation and maintenance. He served as president from May 
23, 1916, to June 11, 1918. Immediately after the government 





R. H. AISHTON 


took over the railroads, he became regional director of all the 
western railroads, and on June 11, 1918, regional director of the 
northwest region of the Railroad Administration. He served in 
that position until March 1, 1920, when he became president of 
the American Railway Association._—S. H. S. 


Personal Notes 





W. D. Burch, general agent, Louisiana and Arkansas, has 
been placed in charge of an agency recently opened at Tulsa. 


E. L. Woodcook has been appointed commercial agent, Nor- 
folk and Western, at Fort Worth, succeeding W. E. Burnett, Jr., 
promoted. W. U. Mosher has been appointed traveling freight 
agent, at Birmingham, succeeding Mr. Woodcook. L. W. Brown 
has been appointed traveling freight agent at Birmingham, suc- 
ceeding Mr. Mosher. 

The Valley Mould and Iron Corporation has removed its gen- 
eral offices from Sharpsville, Pa., to Hubbard, Ohio. 

Harry W. VonWiller has been appointed general agent, Erie, 
at Springfield, Ohio. 

William W. Tirrell has been appointed clerk-accountant of 
the New Hampshire Public Service Commission. He was an ex- 
aminer for the Interstate Commerce Commission for ten years 
and later a railroad official and public utilities consultant. 

Robert W. Daniel, assistant general freight agent, Seaboard 
Air Line, and a former president of the Birmingham Traffic and 
Transportation Club, died at Columbus, Ga., September 7. 
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Arabian Proverb: 


‘‘Wisdom is made up of ten parts 
—nine parts silence and one part 
brevity of speech.” 


Only Four Words 
Are Needed 


To convey to traffic managers and_ individual 
shippers a Super Service to and from the Southwest. 






Here they are: 






4 er , Z TL if ~ ) 4 
‘ ‘ @, AZ sane 
i otton Belt <ae%4 
’ the v- | mal) Feat 
d in A RE LTE GL LT a EE LE ET I, .- / 4 4 ‘ a an. # : 
it of a \ n \ im = == ae 
{ — : ' > . 
t 


Fast Freight as 


St. Louis Southwestern Railway Lines 
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St. Louis and Memphis Gateways 


i Ample Power and Careful Crews 
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DOINGS OF THE TRAFFIC CLUBS 


The Pacific Traffic Association will hold a meeting Septem- 
ber 13 at which the Women’s Traffic Club of San Francisco and 
the Transportation Club of San Francisco will be guests. Wayne 
E. Butterbaugh, chairman of the education committee of the 
Associated Traffic Clubs of America, who has recently become 
a member of the faculty of the school of business of the Uni- 
versity of Minnesota, will be the principal speaker. 





The Women’s Traffic Club of Los Angeles held a meeting 
August 31. J. H. Lewis, sales manager western sales, Canada 
Dry, Inc., told of the manufacture of Canada Dry Ginger Ale, ac- 
companying his talk with moving pictures showing the process 
from the growing of Jamaica ginger to the bottling process. 





The Traffic Club of Newark will hold its monthly meeting 
at the Chamber of Commerce Building September 12. J. D. 
Peters of the New York Telephone Company will talk on “The 
Transmission of Pictures by Wire.” The nominating committee 
will be appointed. The annual outing will be held September 15. 





The Los Angeles Transportation Club, Women’s Traffic Club 
of Los Angeles, and Rail and Water Club will hold a joint lunch- 
eon at the Biltmore Hotel September 12 in honor of Wayne E. 
Butterbaugh, chairman of the educational committee of the As- 
sociated Traffic Clubs of America and member of the faculty of 
the school of business of the University of Minnesota. Mr. But- 
terbaugh will speak. 





The Transportation Club of Louisville will hold its fifteenth 
annual dinner September 13 at the Brown Hotel, in connection 
with the meeting of the Ohio Valley Shippers’ Advisory Board. 
Dr. Edwin Mims, author and lecturer and professor of English 
at Vanderbilt University, will speak. Dr. E. Y. Mullins, presi- 
dent, Baptist Theological Seminary, will give the invocation. 
Edward S. Jouett, vice president and general counsel, L. & N., 
will be toastmaster. 





The Transportation Club of Decatur will hold its annual din- 
* ner October 12 in connection with the meeting of the Mid-West 
Shippers’ Advisory Board October 11 and 12. Daniel Willard, 
president, B. & O., has been invited to attend as guest of honor 
and speaker. A meeting will be held at the Decatur Club Sep- 
tember 14. R. B. Kinkaid, assistant general freight agent, B. & O., 
will speak on “Rate Construction.” 





The York (Pa.) Traffic Club held its opening meeting of the 
season at the Manufacturers’ Association September 8. Robert 
C. Bair, a member of the York County bar, spoke on subjects 
related to York’s sesqui-centennial celebration. 





The Traffic Club of Wichita held its first meeting of the sea- 
son at the Wichita Club September 8. 





The Transportation Club of San Francisco has arranged a 
program of entertainment in conjunction with the Los Angeles 
Transportation Club, Pacific Traffic Association, and the Wom- 
en’s Traffic Club of San Francisco for September 15, the first day 
of a two-day meeting of the Pacific Coast Transportation Ad- 
visory Board. A luncheon will be held at the Whitcomb Hotel, 
at which Charles E. Virden, general chairman of the advisory 
board, and Donald D. Conn, managing director of the California 
Vineyardists’ Association, will speak. N. K. Lockwood, president 
of the Transportation Club of San Francisco, will deliver an ad- 
dress of welcome and Wilmer Sieg, secretary-manager, Califor- 
nia Fruit Distributors, will be chairman. A baseball game be- 
tween the two transportation clubs will be played at Fleish- 
hacker Play Grounds in the afternoon. In the evening there will 
be a stag dinner at the Palace Hotel. Mr. Lockwood will be 
chairman. 





The Transportation Club of St. Paul will hold its first meet- 
ing of the season at the St. Paul Hotel September 13. 





The Junior Traffic Club of Chicago voted at its last meeting 
to make application for membership in the Associated Traffic 
Clubs of America. It was the first of the junior clubs to be or- 
ganized, and is the first of them to apply for membership in the 
national organization. It is now four years old and has a mem- 
bership of more than 200. Its officers have expressed themselves 
as enthusiastically in support of the educational program of the 
association. 





The Chattanooga Traffic and Transportation Club held its 
annual meeting and election of officers at the Hotel Patten Sep- 
tember 6. Delegations from the Traffic Club of Memphis, Bir- 
mingham Traffic and Transportation Club, and the Atlanta Traf- 
fic Club were in attendance. T. B. Curtis, president of the latter, 
headed the delegation of about 15 from Atlanta, and Walter D. 
May, president of the Memphis club, headed the delegation from 
there. Fitzgerald Hall, vice president and general counsel, N. C. 











Vol. XL, No. 11 


& St. L., was the principal speaker. The following officers were 
elected: President, George W. Frank, general traffic agent, South- 
ern Railway; first vice president, F. L. Dixon, assistant traffic 
manager, U. S. Cast Iron Pipe Foundry; second vice president, 
J. L. Darragh, general agent, N. C. & St. L.; secretary-treasurer, 
B. R. Shepherd, traffic manager, W. S. Dickey Clay Manufactur. 
ing Company; board of governors, J. L. Griffith, R. L. Gardner, 
W. C. Stephens, T. Y. Morris, J. F. Hartley, J. H. McAllister and 
E. G. Tucker. Mr. Hall, in his speech, traced the development of 
transportation and registered a protest against too rigid regula- 
tion of the carriers by the Commission, particularly objecting to 
that regulation taking the expression of extravagant attention to 
minute details of operation and method. 





The Transportation Club of Seattle and the Traffic Club of 
Jacksonville have been admitted to membership in the Associ- 
ated Traffic Clubs of America. 





The Traffic Club of Minneapolis will hold its fifteenth annual 
banquet December 1. 





Dean C. O. Ruggles, college of commerce and administration, 
Ohio State University, Columbus, Ohio, has obtained a year’s 
leave of absence to carry on educational work in other universi- 
ties. This has necessitated his resignation as president of the 
Transportation Club of Columbus. 





The Traffic Receiving and Marketing Group of the National 
Retail Dry Goods Association will hold a meeting at the Hotel 
Statler, Cleveland, September 26 and 27. Consideration will be 
given to its co-operation with the educational committee of the 
Associated Traffic Clubs of America in a national publicity cam- 
paign for the purpose of acquainting retail dry goods store own- 
ers with the importance of traffic work. 





The August 24 issue of the Traffic Club Record, published by 
the Traffic Club of Baltimore, calls the attention of members to 
traffic management and foreign trade classes to be offered by the 
Baltimore College of Commerce this fall. 





In a Los Angeles paper is noted the following regarding the 
activities of the Rail and Water Club of Los Angeles: “One of 
the policies of the organization is to assist young fellows to equip 
themselves with sufficient confidence to be able to get up on 
their feet and say what is in their minds.” 





The Transportation Club of St. Paul will resume its weekly 
luncheons with “Murphy-Judson Day” September 13. The club 
will be the guest of the Murphy Transfer and Storage Company 
and the Judson Freight Forwarding Company. The new ter- 
minal of the Murphy company will be inspected. F. J. Brackett, 
vice-president, General Motors Corporation, Chicago, and W. J. 
Riley, president, Judson Freight Forwarding Company, Chicago, 
will be the speakers at the luncheon. 


N. Il. T. L. MEETING 


The National Industrial Traffic League will hold its annual 
meeting at the Palmer House, Chicago, Wednesday and Thurs- 
day, November 16 and 17. The annual meeting of the executive 
committee will be held on Monday and Tuesday, November 14 
and 15. It is expected that the annual dinner will be held 
Wednesday evening, November 16. 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board will hold its 
seventh regular meeting at the Hotel Van Ness, Burlington, Ver- 
mont, September 23. C. H. Beecher, mayor of Burlington, will 
deliver an address of welcome and Harry G. Taylor, manager of 
the public relations section, American Railway Association, will 
speak. General transportation conditions will be surveyed by 
W. C. Kendall, American Railway Association. The reports of 
the commodity committees will estimate prospective activity in 
the various lines of business and the railroads will report on 
condition of equipment and related matters. The executive 
committee and the railroad contact committee will hold meetings 
the day before. A banquet will be given at the Hotel Vermont by 
the Burlington Chamber of Commerce the night following the 
board meeting. Governor John E. Weeks of Vermont and ex-Gov- 
ernor E. C. Smith, president of the Central Vermont, will be the 
guests of the evening. 


CHICAGO SHIPPERS’ CONFERENCE 


A protest against any disruption of the so-called Lowry 
agreement, whereby the same rates apply on all commodities 
within the Chicago switching district, was adopted in the form 
of a resolution by the Chicago Shippers’ Conference at its first 
meeting of the season September 7. The protest was registered 
in view of the pending investigation which the Commission has 
instituted in Docket 19610. It was decided to call a meeting of 
interested Chicago shippers for September 14 to outline a pro- 
gram for action. 
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A NEW SERVICE 


In order to provide Shippers with the Fastest Freight 
Service in the Central States 


THE ELECTRIC RAILWAYS 


in The Central Electric Traffic Association have 
inaugurated a 


DISPATCH FREIGHT SERVICE. 


Carrying Merchandise on Passenger Cars at approxi- 
mately one and one-half times the first class freight rate. 


PREFERRED ATTENTION—NO DELAYS 
—ATTRACTIVE RATES 


Regular Freight Service at Express Speed. 


Address L. E. EARLYWINE, Chairman 


Central Electric Traffic Association 
Indianapolis, Ind. 


































































































































Digest of New Complaints 





No. 18970, sub. No. 3. Black, Sivalis & Bryson, Inc., Bartlesville, 
la., vs. Union Pacific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on iron and steel tank materials from Ft. Collins, 
Colo., to Panhandle, Tex. Asks for just, reasonable and non- 
prejudicial rates and reparation. 

No. 19212. Sub. No.. 2. Homebuilders Shipping Assn., Aline, Okla., 
et al., vs. A. & S. et al. 

Rates in violation of sections 1 and 3 of the act, on grain from 
points in Oklahoma to points in Texas and from Oklahoma points 
to various storage and milling points in Oklahoma and Texas 
where grain was ultimately reshipped as grain or grain products 
to aaa aeeaes in Texas under transit arrangements. Ask rep- 
aration. 

No. 19627, sub. No. 2. S. Bender Iron & Supply Co., Shreveport, La., 
vs. Santa Fe et al. 

Unreasonable and unduly prejudicial rates on iron pipe from 
points in Oklahoma to Shreveport and points in Arkansas. Asks 
for reparation. 

No. 19732, sub. No. 6. Traffic Bureau, Chamber of Commerce, Aber- 
deen, S. D., et al., vs. Chicago, Milwaukee & St. Paul et al. 

Unreasonable and unduly prejudicial rates on fruits and vege- 
tables from points in Kansas to Aberdeen. Asks for reasonable 
= and reparation for members of the complaining organiza- 
tion. 

No. 19913, sub. No. 1. L. E. Fosgate Co. et al., Boston, Mass., vs. 
Atlantic Coast Line et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on strawberries from North Carolina to Massachussetts. 
Ask for reasonable rates and reparation. 

No. 19913, sub. No. 2. Spooner-Drake Co., Boston, Mass., vs. New 
York, New Haven & Hartford et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on strawberries from points in North Carolina to Boston. 
Asks for reasonable rates and reparation. 

No. 19913, sub. No. 3. A. Valente, Boston, Mass., vs. New York, New 
Haven & Hartford et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on strawberries from Rose Hill, N. C., to Boston. Asks for 
reasonable rates and reparation. 

No. 19944. Memphis Freight Bureau, for A. S. Barboro & Co., Inc., 
Memphis, Tenn., vs. St. Louis-San Francisco et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, on lettuce from Las Vegas, N. M., and Watrous, N. M., to 
Memphis, Tenn. Asks cease and desist order and reparation. 

No. 19945. John Magnus & Co., Chicago, Ill., vs. Pennsylvania et al. 

Rates in violation of sections 1, 2 and 3 of the act, on stone- 
ware from Crooksville, O., to Chicago, Ill Ask rates for the 
future and reparation. 

No. 19946. Cutler Magner Co., Duluth, Minn., vs. C. M. & St. P. et al. 

Charges in violation of sections 1, 2 and 3 of the act, on lime, 
from Duluth, Minn., to Merrill, Wis. Asks rates for the future 
and reparation. 


No. 19946, sub. No. 1. Cutler Magner Co., Duluth, Minn., vs. Chicago, 
Milwaukee & St. Paul et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on bulk lime from Duluth to Merrill, Wis. Asks for a just 
and reasonable rate and reparation. 

No. bagi — E. Decker & Sons, Mason City, Ia., vs. Union Pa- 
cific et al. 

Unreasonable rates on salt from Kanopolis, Hutchinson, Lyons, 
and Little River, Kans., to Mason City, Ia. Ask rates for the 
future and reparation. 

No. 19948. Perrine-Armstrong Co., Fort Wayne, Ind., vs. Pennsylvania. 

Charges in violation of first four sections of the act, on rough 
lumber, from Flora, Ind., to Detroit, Mich. Asks rates for the 
future and reparation. 

No. 19949. R. K. Stovall, Artesia, N. M., vs. Santa Fe. 

Unreasonable rates or charges on oil well supplies from Tulsa, 
pg to Carlsbad, N. M. Asks rates for the future and repara- 

on. 

No. 19950. Texas Pecan Shelling Co., Inc., San Antonio, Tex., vs. 
Eastern Steamship Lines, Inc., et al. 

Illegal rates on shelled pecans from San Antonio, Tex., to 
mow York and Boston. Asks legal rates for future and repara- 

on. 

No. 19951. The Ohio Hydrate & Supply Co., Woodville, O., vs. Penn- 
sylvania et al. 

Rates in violation of sections 1 and 4 of the act on ground 
burnt lime, fluxing lime or fluxing stone from Woodville, O., to 
Sheffield, and other Pa. points. Asks rates for the future and 
reparation. 

No. 19952. Terre Haute (Ind.) Chamber of Commerce vs. Ahnapee & 
Western et al. 

Rates in violation of sections 1 and 3 of the act, on fibreboard, 
pulpboard or strawboard boxes or cartons, carload lots, from Terre 
Haute, Ind., to St. Paul and Duluth, Minn., and destinations 
taking same rates. Asks rates for future. 

No. 19953. A. B. Frank & Co. et al., San Antonio, Tex., vs. Aberdeen 
& Rockfish et al. 

Unreasonable ratings and rates on cotton factory and knitting 
factory products, any quantity, from points in the southeast to 
destinations in Texas and Oklahoma. Ask for reasonable rates 
and reparation. 

No. 19954. Gugenheim-Goldsmith Co. et al., San Antonio, Tex., vs. C. 
R. I. & G. et al. 

Unreasonable rates on bananas and cocoanuts imported through 
Galveston, Tex., to points in Texas. Ask rates and unloading in 
transit privilege Commission may deem reasonable and reparation. 

No. 19955. West Virginia Brick Co. et al., Charleston, W. Va., vs. 
Hocking Valley et al. 

Rates and charges in violation of the first four sections of the 
act, on brick and tile from Wellston and other Ohio points to 
Tampa and other Florida points. Asks rates for future and 
reparation. 

No. 19956. The City of Oklahoma City, Okla., vs. Santa Fe et al. 
Asks for order requiring construction of union station at the 
junction of the Santa Fe and Frisco tracks, and that the tracks 
of the Rock Island between the Santa Fe right-of-way and Shartel 
avenue he ordered removed on condition that the city acquire 
and pay for the land on which they are located ana for the 
Frisco land adjoining these tracks between Harvey and Shartel 
avenues, in Oklahoma City. 
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No. 19957. Northwestern Ohio Lime Manufacturers, Kelley Island Lime 
& Transport Co. et al., Cleveland, O., vs. Pennsylvania et al. 

Rates in violation of sections 1 and 3 of the act, on lime from 
Ohio producing points to destinations in trunk line and New Eng- 
land territories. Asks rates for future. 

No. Lena J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania. 

Unreasonable charges on rough lumber from Columbia City, Ind., 
to Grand Rapids, Mich. Asks rates for future and reparation. 

No. 19959. West Virginia Brick Co., Charleston, W. Va., vs. Aber- 
deen & Rockfish et al. 

Unjust, unreasonable, unjustly discriminatory rates, also in vio- 
lation of the fourth section, on brick and tile from Charleston to 
destinations shown in Cottrell’s I. C. C. 629. Ask for rates on 
brick and clay products from Charleston the same as from Oak 
Hill and Portsmouth, O., and from Ashland, Ky. 

No. A ey _— Texas Co., New York, vs. Atchison, Topeka & Santa 

e et al. 

Unreasonable rates on petroleum and its products from Gates 
and Port Arthur, Tex., and Tulsa, Okla., to destinations in Ari- 
zona. Asks for reasonable rates and reparation. 

No. 19960, sub No. 1. Texas Co., New York, vs. Atchison, Topeka & 
Santa Fe et al. 

Unreasonable rates on petroleum and its products from points 
in Texas to destinations in New Mexico. Asks for reasonable rates 
and reparation. 

No. 19964. James Tozzi, New York, N. Y., vs. Erie et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on fresh grapes, from points in California to Kingston, N. Y., 
subsequently reconsigned to Jersey City, N. J. Asks for reasonable 
rates and reparation. 

No. 19961. Byron S. Jobe, Corning, Calif., vs. Southern Pacific et al. 

Unjust and unreasonable double deck feeder sheep rates from 
Winslow, Ariz., to Nelson, Calif. Asks for just and reasonable 
rates and reparation. 

No. ours ¥ aed Bond Glass Co., Columbus, O., vs. New York Cen- 
ral et al. 

Unjust and unreasonable rate, in violation of the fourth sec- 
tion, on glass milk bottles, in carloads, from Clarion, Pa., to 
Montreal, Can. Asks for reparation. 

No. 19963. John Clay & Co. et al., Chicago and other points, vs. Gil- 
more & Pittsburgh R. R. Co., Ltd., et al. 

Unjust and unreasonable rates on livestock from points in 
Idaho to Chicago and other markets. Ask for reasonable rates 
and reparation. 

No. 19965. Davis-Noland-Merrill Grain Co., Kansas City, Mo., vs. 
Chicago, Rock Island and Pacific. 

Unjust, unreasonable and excessive switching charges on grain 
at Kansas City, Mo.-Kans., in violation of sections 1, 2 and 3. 
Asks for reparation. 

No. 19966. Swift & Company, Chicago, Ill., vs. Santa Fe et al. 

Illegal charges on carloads of dressed poultry in violation of 
section 6; unjust and unreasonable and illegal charges on dressed 
poultry, butter and eggs in straight or mixed carloads, from 
points in Kansas to destinations in Illinois, Indiana, Ohio$ Penn- 
sylvania, New York, Michigan, West Virginia and Kentucky in 
violation of sections 1 and 6. Asks for just and reasonable rates 
and reparation. 

No. 19967. Valley Grain Co., Inc., Galesburg, Ill., vs. Big Four et al. 

Unjust, unreasonable and unduly prejudicial rates on grain, 
from Wing, Ill., to Chicago, Ill., Battle Creek, Mich., Louisville, 
Ky., and St. Louis. Asks for reasonable and non-prejudicial rates 
and reparation. 

No. 19968. Burdick Mercantile Co., Melrose, N. M., vs. Gulf, Colorado 
& Santa Fe et al. 

Unjust, unreasonable and unjustly discriminatory rate on wheat 
from Melrose, N. M., to Galveston, Tex. Asks for a just, reason- 
able and non-prejudicial rate and reparation. 


LUMBER SHIPMENTS 


The smaller than usual number of mills reporting for the 
week ended September 3, due to the Labor Day holiday, makes 
accurate comparisons of the lumber industry’s activities difficult, 
according to telegraphic reports received from 441 of the lead- 
ing lumber mills of the country by the National Lumber Manu- 
facturers’ Association. 

The 320 comparably reporting softwood mills showed de- 
creases in production, shipments and new business when com- 
pared with reports from 346 mills for the previous week. In 
comparison with the corresponding period last year, when, how- 
ever, 23 more mills reported, there were decreases in all three 
items. 

The 108 hardwood operations last week also showed apparent 
decreases in all three factors, when compared in total with re- 
ports from 137 mills for the week before, but unit results were 
about the same. In comparison with the same period a year 
ago, when 100 mills reported, there were considerable increases 
in production and new business and shipments were about the 
same. 

The following table compares the lumber movement, as 
reflected by ‘the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 
errr 320 108 343 100 346 137 
Production . 242,667 18,260 235,413 16,601 248,088 21,948 
Shipments ....225,367 16,021 244,430 17,302 250,010 18,999 


Orders (New 


Bus.) ...... 206,340 18,762 243,231 17,550 238,857 22,938 





VIRGINIA RATE CASE 


The further hearing before the State Corporation Commis- 
sion of Virginia in Nos. 3102 and 3136, scheduled for September 
12 at Richmond, Va., has been postponed until October 12. (See 
Traffic World, June 25, p. 1632.) 
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Expedite Your Shipments 


Route To, From or Via Peoria 




























RAPID TRANSFERS AT THE PEORIA TERMINAL 


The congested conditions at some of the larger Switching rates to or from all industries 
terminals do not prevail at Peoria. Transfers of in Peoria-Pekin Switching district are ab- 
traffic between the 15 line haul carriers at this sorbed by road haul carriers, thus giving 
terminal are made by the P. & P. U. Railway in all industries the benefit of Peoria rates. 
a very short time. 

Intermediate switching rates on all traffic to, from or 

via Peoria are also absorbed by road haul carrier. 










Inquiries Solicited. Address E. F. STOCK, Traffic Manager, Union Station, PEORIA, ILL. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 











“Exactly . foe T-S-C 
: / SWVATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 



























Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 
Service Department 
310 Mills Building Washington, D. C. 
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NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cafcel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 12—San Antonio, Tex.—Examiner Walsh: 
5338—Gugenheim Goldsmith Co. et al. vs. G. H. & S. A. Ry. et al. 
(further hearing for the purpose of permitting the Pruitt Com- 
mission Co. to prove that it was damaged). 
September 12—Chicago, Ill.—Examiner Howell: 
9513—Inter-Cities Oil Company vs. B. & O. R. R. et al. 
19825—Goodwillie-Green Box Company vs. C. M. & St. P. Ry. et al. 


September 12—Norfolk, Va.—Examiner Fuller: 
I. rad S. No. 2905—Sawmill logs from North Carolina to Virginia 
points. 
1. and E. No. 2950—Cotton handled by barge to and from Norfolk, 
Va., cotton warehouses. ; 


September 12—Kansas City, Mo.—Examiner Brown: 
19583—United Clay Products Corp. vs. A. & S. Ry. et al. 


September 12—Tulsa, Okla.—Examiner Maidens: 
= cont Sub. No. 1)—Barnsdall Refineries, Inc., et al. vs. Santa 
e et al. 
19609—Standard Oil Company of Louisiana vs. Santa Fe et al. 
September 12—St. Louis, Mo.—Examiner Ames: 
19594—Transfer of freight within St. Louis and East St. Louis by 
dray and truck for and on behalf of railroads. 


September 12—Washington, D. C.—Examiners Marchand and Walsh: 
Valuation No. 875—In re tentative valuation of the properties of 
the Philadelphia & Reading Ry. et al. 
Valuation No. 738—Atlantic City R. R. Co. 
Valuation No. 762—Catasauqua and Fogelsville R. R. Co. 
Valuation No. 772—Chester & Delaware River R. R. Co. 
Vaiuation No. 680—Gettysburg & Harrisburg Ry. Co. 
Valuation No. 624—Middletown & Hummelstown R. R. Co. 
Valuation No. 481—North East Pennsylvania R. R. Co. 
Valuation No. 490—Perkiomen R. R. Co. 
Valuation No. 711—Philadelphia & Chester Valley R. R. 
Valuation No. 748—Philadelphia, Newton & New York R. R. 
Valuation No. 752—Pickering Valley B. BB. Co. 
Valuation No. 622—Port Reading R. R. Co. 
Valuation No. 766—Reading and Columbia R. R. Co. 
Valuation No. 623—Rupert & Bloomsburg R. R. Co. 
Valuation No. 708—Stony Creek R. R. Co. 
Valuation No. 662—Williams Valley R. R. Co. 
Valuation No. 827—Ironton R. R. Co. 
Valuation No. 819—Tamaqua, Hazleton & Northern R. R. Co. 
Valuation No. 1026—In re tentative valuation of the property of 
the Philadelphia Belt Line R. R. 


September 12—Washington, D. C.—Examiner O’Neill: 
Val. Dkt. No. 1018—In re tentative valuation of the property of the 
Butte, Anaconda & Pacific Ry. Co. ; 
September 12—Washington, D. C.—Examiner Macomber: 
Val. Dkt. No. 1003—In re tentative valuation of the property of 
the Northwestern Railroad Company of South Carolina. 
September 12—Columbia, Miss.—Examiner McChord: 
19760—Columbia (Miss.) Chamber of Commerce vs. I. C. R. R. et al. 
September 12—Erie, Pa.—Examiner Williams: 
17035—Erie Bolt & Nut Co. et al. vs. B. & O. R. R. et al. (further 
hearing, solely- on question of reparation). 
September 12—Detroit, Mich.—Examiner Brennan: 
19600—Wilson Foundry & Machine Co. vs. A. A. R. R. et al. 
September 12—Pittsburgh, Pa.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 
September 12—Albany, N. Y.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 
September 183—New York, N. Y.—Examiner Barron: 
19682—Vacuum Oil Co. vs. Pa. R. R. et al. 
19783—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 
September 13—Kansas City, Mo.—Examiner Brown: 
9690—Sheffield Steel Corp. vs. M.-K.-T. R. R. et al. 


September 13—Cleveland, Ohio—Examiner Williams: 
19756—The Glidden Company vs. A. C. & Y. Ry. et al. 


September 13—Norfolk, Va.—Examiner Fuller: 
19717—Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. R. R. et al. 


September 13—St. Louis, Mo.—Examiner Johnson: 
1. & S. 2952—Barrels or drums, iron or steel, from Northern points, 
also Memphis and Nashville, Tenn., to the Mississippi Valley. 
September 14—Kansas City, Mo.—Examiner Brown: 
19625—Independent Sand Co. et al. vs. A. T. & S. F. Ry. 


September 14—New York, N. Y.—Examiner Barron: 
19761—Ault and Wiborg Co. of New York vs. B. 


September 14—Cleveland, O.—Examiner Williams: 
1. & §. 2912—Crushed stone from Gibsonburg, Maple Grove and 
Woodville, O., to Detroit, Mich. 
September 14—Kalamazoo, Mich.—Examiner Brennan: 
19781—Andrews Bros., Inc., et al. vs. Amer. Ry. Exp. Co. et al. 
September 14—New Orleans, La.—Examiner McChord: 
9099—Willow Springs Creamery Co., Inc., vs. I. C. R. R. et al. 


September 14—Chicago, Ill.—Examiner Howell: 
19465—American Farm Bureau Federation vs. A. & B. B. R. R. et al. 
September 14—Tulsa, Okla.—Examiner Maidens: 
8312—-Tulsa Traffic Association et al. vs. Santa Fe et al. 
September 14—Norfolk, Va.—Examiner Fuller: 
19581—Old Dominion Paper Company, Inc., vs. Aberdeen & Rock- 
fish R. R. et al. 
September 14—Washington, D. C.—Examiner Walter: 
Val. Dkt. No. 1019—In re tentative valuation of the property of the 
Chicago, West Pullman & Southern R. R. Co. 
September 14—Washington, D. C.—Examiner Walton: 
Val. Dkt. No. 1020—In re tentative valuation of the property of the 
Lake Terminal Railroad Company. 
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September 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 1017—In re tentative valuation of the property of the 
N. Y¥. Connecting R. R. 
September 14—St. Louis, Mo.—Examiner Boat: 
upplemental Fourth Section Order No. 7542, enterd May 8, 1923, 
in No. 9702, Memphis-Southwestern Investigation, and applica- 
tions covered thereby (further hearing). 
Fourth Section Application No. 12542—(Further hearing). 
— Application No. 13160—Filed by Kansas City South- 
ern Ry. 
September 15—Minneapolis 
iners Mackley and Hall. 
17000—Part 7, Rate Structure Investigation, Grain and Grain Prod- 


ucts. 
16294—-State of Colorado and Public Utilities Commission of State 
of Colo. vs. Mo. Pac. Ry. et al. 
17477—St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 
17992 (and Sub. 1)—The Southern Kansas Millers’ Traffic Club et 
al. vs. A. & S. Ry. et al. 
18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 
19103—Merchants’ Exchange of St. Louis vs. A. & S. Ry. et al. 
19279—Board of Trade of Cairo, Ill., vs. Ark. & La. Mo. Ry. et al. 
18359 (and Sub. 1)—Atchison Board of Trade et al. vs. A. & S. Ry. 


et al. 
— =e am. 1)—Southwestern Millers League vs. A. T. & S. F. 
y. et al. 
18782—New Orleans Joint Traffic Bureau vs. A. & S. Ry. et al. 
18860—Des Moines Elevator & Grain Co. et al. vs. C. B.. & Q. R. R. 


Minn.—Commissioner Meyer and Exam- 


et al. 
Weeeseaiietnen Board of Trade et al. vs. K. C. C. C. & St. J. Ry. 


et al. 
16322—Nebraska State Ry. Commission vs. A. T. & S. F. Ry. et al. 
16612—-Superior Traffic Assn. vs A. T. & S. F. Ry. et al. 
19453—Lucius P. Cook et al. vs. C. R. I. & P. et al. 
— Grain Exchange vs. A. & S. Ry. et al. (further hear- 
ng). 
September 15—Tulsa, Okla.—Examiner Maidens: 
19829—The Carter Oil Company vs. Santa Fe et al. 
15620—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 
= oF Sub. No. 1)—Cities Service Oil Company et al. vs. Santa 
e et al. 
September 15—Chicago, Ill.—Examiner Hoy: 
9920—In the matter of intrastate fares of the Chicago, North Shore 
& Milwaukee R. R. within the states of Illinois and Wisconsin. 
September 15—New York, N. Y.—Examiner Barron: 
19777—United States Cold Storage Co. vs. A. T. & S. F. Ry. et al. 
September 15—New Orleans, La.—Examiner McChord: 
1. & “% fica Paper from Lakes Charles, La., to Shreve- 
port, % 
September 15—St. Louis, Mo.—Examiner Johnson: 
19725—-Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
19745—Milne Lumber Co. vs. V. S. & P. Ry. et al. 
September 15—Fort Worth, Tex.—Examiner Walsh: 
1. & S. 2919—Live stock from Texas points to Cincinnati, O., Louis- 
ville, Ky., and Indianapolis, Ind. 
September 15—Chicago, Ill—Examiner Howell: 
9699—The St. Louis Coke & Iron Corp. vs. A. G. S. R. R. et al. 
September 15—Washington, D. C.—Director Burnside: 
Finance No. 313—In re Bingham and Garfield Railway Company. 
Finance No. 681—In re Nevada Northern Railway Company. 
Finance No. 768—In re Ray and Gila Valley Railroad Company. 


September 16—Washington, D. C.—Examiner Molster: 
* Finance No. 6408—Application of Greenbrier, Cheat and Elk R. R. 
for authority to acquire a line of railroad owned by the West 


Boag Pulp & Paper Co., in Pocahontas and Randolph counties, 


a. 

* Finance No. 6377—Application of Greenbrief, Cheat and Elk R. R. 
for authority to issue certain securities. 

* Finance No. 6376—Application of Western Maryland Ry. Co. for 
authority to acquire control of Greenbrief, Cheat and Elk R. R. 
Co., by purchase of capital stock, to lease the railroad of that 
company, and to assume certain obligations. 


September 16—Toledo, O.—Examiner Williams: 
19830—Indianapolis Board of Trade vs. A. C. & Y. Ry. et al. 
° " 4—Grain, n products, and by-products fro i 
Ohio to points in W. Val O., and Ky. * — 
September 16—New York, N. Y.—Examiner Barron: 


9714—United Paperboard Co., Inc., vs. Cent. Vt. Ry. et al. 
19684—United Paperboard Co., Inc., vs. B. & O. R. R. et al. 


September 16—Tulsa, Okla.—Examiner Maidens: 
19608—-Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
19891—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 
15382 (and Sub. 1)—Tidal Refining Co. et al. vs. A. T. & S. F. Ry. 


et al. 
16803—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 


15255 (and Sub. 1)—Chestnut & Smith Corp. et al. vs. A. & R. R. R. 
et al. (further hearing). 


September 16—Kansas City, Mo.—Examiner Brown: 
I. & S. 2969—Switching charges at Kansas City, Mo.-Kan. 


September 16—Ft. Worth, Tex.—Examiner Walsh: 
I. & S. 2944—Furnishing cars for the movement of live stock from 
points in the southwest. 
September 16—Milwaukee, Wis.—Examiner Brennan: 
17266—National Tinsel Mfg. Co. vs. C. & N. W. Ry. et al. 
September 16—St. Louis, Mo.—Examiner Boat: 
Fourth Section Application No. 12523, filed by F. L. Speiden. 
et a bh gen yl Fuller: 
—Traffic Bureau-Chamber o fe) a 
ctr eu Commerce (Lynchburg, Va.) vs 
1. and S. No. 2939—In re rates on vehicles from North Carolina and 
Virginia points to southern and eastern points. 
September 16—Argument at Washington, D. C.: 
Finance No. 5919—Application of C. R. I. & P. Ry. for authority 


to abandon the use of certain lines of Denver & Rio Grande 
Western R. R 
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S. Ry. 
: S. F, 
al. 
RR. 
J. Ry. 
et al. 
hear- 
YING in the very center of a rich Pittsburg has a large tile plant, three large 
Santa farm and mining region in South- brick plants and a large pottery plant. 
east Kansas, Pittsburg offers unlim- Th . . . 
Sh : eras é e population of Pittsburg is 19,455; and 
am ed opportunities forall types. of manufac: she’ Eounty population is. approximately 
et al. 8 F 62,000. 
ireve- With an easily accessible market for her ~ Pittsburg has four steam railroads and one 
manufactured goods, Pittsburg has built up electric railway. The Kansas City Southern 
more than 70 large manufacturing plants, Railway Company just recently completed 
with a combined capitalization of $4,000,- a new million and a quarter dollars exten- 
ouis- 000, employing 2,400 men, with a monthly sion to their shops and trackage. 
payroll of more than $260,000. Among the important civic improvements, 
" @. Pittsburg boasts of Lincoln Park, a $500,- 
ry. With 150 deep shaft coal mines in opera- 000 municipally owned water plant, a new 
" tion, employing more than 12,000 miners, library, eight churches, a large Y. M. C. A., 
Pittsburg maintains seventy-two steam a new $450,000 Senior High School, many 
5, 2. shovels, similar to the one shown above, beautiful streets and boulevards and a ;esi- 
nties, and produces 7,500,000 tons annually. dence district second to none. 
R. R. : 
se KANSAS CITY SOUTHERN RAILWAY COMPANY - 
R. R. 
that 


For Further Information 
— Address Chamber of Commerce, 
Pittsburg, Kansas 
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rrmanee No. 6173—Application of Western Maryland Ry. for au- 
thority to acquire control of the Chesapeake & Curtis Bay R. R. 
by purchase of capital stock. 
September 16—Washington, D. C.—Examiner Weems: 
{31 58—Nelson Fuel Co. et al. vs. C. & O. Ry et al. (Further hearing 
to determine amount of reparation due complainants under the 
decision of Commission). 
a ee te 17—Ft. Worth, Tex.—Examiner Walsh: 
2972—-Petroleum "and its ea from Texas to destinations 
“= Saleem on the C. B. & Q. R. R. 
September 17—St. Louis, Mo. Bie Peis Johnson: 
9742—Walsh Fire Clay Products Co. vs. A. B. & A. Ry. et al. 


September 17—Kansas City, Mo.—Director Bartel and Examiner Rice: 
fra 7801 (and consolidated cases)—Rules for car-hire settlement. 


peer 17—Biloxi, Miss.—Examiner McChord: 
& S. 2942—Oyster Shells to, from and between Southern and 
* Southwestern points. 


Sepomes 19—Marinette, Wis.—Examiner Brennan: 
M. Allen, receiver Peshtigo Paper Co. vs. M. St. P. & S. 
S. M. Ry. et as. 


Septet 19—New York, N. ee we yf Barron: 
19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 


Goptember 19—Oklahoma City, Okla. bed Aa Maidens: 
Boswell-Haynes Co. et al. vs. A. T. & S. F. Ry. et al. 
19668—Oklahora City Chamber of Commerce et al. vs. A. V. I. 
Jy: 

19800—Hale-Halsell Co.’vs. A. T. & S. F. Ry. et al. 

September 19—Mobile, Ala.—Examiner McChord: 
9591—Mobile Chamber of Commerce and Business League vs. A. & 

L. M. Ry. et al. 


September 19—Ft. Worth, Tex.—Examiner Walsh: 
S. 2933—Grain from Texas to Southeastern and Mississippi 
* Valley Destinations. 


September 19—St. Louis, Mo.—Examiner Johnson: 
9552—Blackmer & Post Pipe Co. et al. vs. A. & W. Ry. et al. 


September 19—Salina, Kan.—Examiner Brown: 
9778—The Wichita Chamber of Commerce et al. vs. Santa Fe et a 
lage a Chamber of Commerce et al. vs. A. T. & S. F. Ry 


al. 
19262-Saline Chamber of Commerce et al. vs. A. C. L. R. R. et al. 


September 19—Lima, O.—Examiner Williams: 
19660—E. C. Dailey vs. B. & O. R. R. et al. 


September 19—Washington, D. C.—Examiner Corbitt: 
Valuation No. 882—In a tentative valuation of the property of the 
West Side Belt R. 
Valuation No. B85 In re tentative valuation of the Pittsburgh & 
West Virginia Ry. 


Gopsombor 19—Winston-Salem, N. ee ed oe: 
772—Columbia Sand Company, Inc., vs. S. A. L. Ry. et al. 


September 19—Washington, D. C.—Examiner oc 
I. &. S. 2973—Rules for body-icing vegetables from Southeastern ter- 
ory. 


Soptemoes 19—Memphis, Tenn.—Examiners Money and Esch: 
000—Rate Structure Investigation, Part 8—Cottonseed, its prod- 
ucts and related articles. 

l. & S. 2820—Vegetable Oils and related articles in Official Classi- 
—7 territory. 
.'2759--Cottonseed and related vegetable products from South- 
\ western territory to Central,, Eastern and Southern territories. 
-&S p Seee-—Vegmabte Oils and Oil Foods from Texas to Ft. Wayne, 
ws s and Buffalo, ee 
& s. 2o26 Veretable Oils in Cae Classification territory. 
Sallie aeebbenas Linseed Co. vs. Mage & P z 1, 
14683—Spencer Kellogg & Sons vs. ze & P. Ry. et al. 
15425—International Vegetable Oils &. et al. vs. A. & R. R. R. et al. 
bey hg _ Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 
y.e 
—eeee Assn. of Chicago Heights vs. B. & O. R. R. 


al. 
17470 Dwr ~ a 1)—American Linseed Co. et al. vs. N. Y. S. & W. 


17380 C. oF. _ Sons vs. C. I. & W. R. R. eta 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. hy “et al. 
ber 1” lame Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 


al. 
18579 Texas Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 


18405—Interstate Cotton Oil Refining Co. vs. C. B. «<. ‘< .* - al. 
18841—Alabama Cotton Seed — Assn. vs. L. & N 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 


19069—Arkansas Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 


et al, 
19088—The Blanton Co. vs. A. & V. Ry. et ya 
19141—-The Refuge Cotton Oil Co. et al. vs. A. & V. =. et al. 
19162—The Southern Cotton Oil Co. vs. I. ens R. et al. 
19165—The Procter and Gamble Mfg. Co. vs. rg ‘& B. “3. R. R. et al. 
19169 ome Sub. Og ge SD maaan Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et 
bo: oy’ aan Cotton Seed Peaucts Corp. et al. vs. A. & V. Ry. 


19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 


19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
1$270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
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ber 3 ueneaaten Cotton Seed Products Corp. vs. A. & N. W. R. R, 


19825"The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al, 
19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 
19642—Elberton Oil Mills vs. Virginia & Cr. Sou. R. R. et al. 
19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 


September 19—Washington, D. C.—Examiner Davis: 

Finance No. 4818—Application of Chesapeake & Ohio Ry. for au- 
thority to construct lines of railroad in Mingo, Wyoming & Ral- 
eigh counties, W. Va. 

Finance No. 5161—Application of Guyandot & 7%, River R. R. for 
ey to construct a railroad in Mingo and Wyoming counties, 


Finance No. 6067—Application of Virginia & Western Ry. for au- 
thority to construct a line of railroad in Wyoming and Mingo 
counties, W. Va. 


September 20—Washington, D. C.—Examiner Kephart: 
* Veseres No. 828—In re tentative valuation of the property of the 
Kan. and Tex. Ry. et al. 
* Vamukion No. 814—In re tentative valuation of the property of the 
Mo., Kans. and Tex. Ry. of Tex. et al. 
* Valuation No. 759—In re tentative valuation of the property of the 
Wichita Falls and Northwestern Ry. 


September 20—Chicago, Ill.—Examiner Howell: 
es a 2 Poultry, Butter and Egg Assn. et al. vs. A. & R. 
September 20—New York, N. Y.—Examiner Barron: 
25—The Ceramic Traffic Assn, vs. Penna. R. R. et al. 


September 20—Oklahoma City, Okla.—Examiner qenibone: 
19467—Baker-Hanna-Blake €o. et al, vs. A. & R. R. R. et al. 


= nae, D. C.—Commissioner Seat and Examiner 


18715 Baltimore Chamber of Commerce vs. A. A. R. R. et al. 


Sopteesier 20—Ft. Wayne, Ind.—Examiner rae: 
Brocks Construction Co. vs. N. Y. C. R. R. 


September 20—Washington, D. C.—Examiner al 

Valuation No. 1 In re tentative valuation of "the properties of 
the Mo. Pac. R. R. et a 

Valuation No. 410—In re oe valuation of the property of the 
Arkansas Central R. R. 

Valuation No. 818—In re tentative valuation of the property of the 
Natchez & Southern Ry. 

Valuation No. 957—In re tentative valuation of the property of the 
Natchez & Louisiana Ry. Transfer Co. 

Valuation No. 967—In re tentative valuation of the property of the 
Coal Belt Electric Ry. 

Valuation No. 970—In re tentative valuation of the property of the 
Union Ry. (Memphis, Tenn.), et al. 


September 21—Keokuk, Ia.—Examiner Johnson 
i. & S. 2953—Moulding sand, from Dallas City, m., 
and Keokuk, la. 


to Burlington 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 3 totaled 18,928 cars, as compared with 18,837 
cars (revised) the preceding week and 26,399 cars in the cor- 
responding period of 1926, according to the weekly statement 
of the Bureau of a Economics of the Department of 
Agriculture. 


“Several encouraging features were noted in the potato 
situation,” said the bureau in its weekly market review of fruits 
and vegetables. It said that the market in potatoes strength- 
ened in several places. 


“There will not be an overabundance of potatoes,” continues 
the review. Adopting, for the purposes of the discussion, the 
estimate that the average consumption of potatoes, for eating 
purposes, was 2% bushels per capita and assuming a production 
of 411,000,000 bushels, as estimated, the bureau said that about 
318,000,000 bushels would be required for an assumed population 
of 119,000,000 persons. But the bureau suggested not more than 
287,700,000 bushels would be available for eating purposes. 

“This suggests,” says the review, “that instead of too many 
potatoes, there may not be enough for normal requirements.” 

Shipments of fruits and vegetables the week ended Sep- 
tember 3 were reported as follows: 


Apples, 1,186 cars; cabbage, 505 cars; cantaloupes, 1,046 cars; 
caulifiower, 60 cars; celery, 137 cars; cucumbers, 73 cars; grapefruit, 
33 cars; grapes, 2,605 cars; green ‘peas, 37 cars; lemons, 72 cars; 
lettuce, 975 cars; miscellaneous melons, 173 cars; ‘mixed citrus fruit, 
25 cars; mixed deciduous fruit, 277 cars; mixed vegetables, 636 cars; 
onions, 664 cars; oranges, 581 cars; peaches 2,701 cars; pears, 1,171 
cars; peppers, 22 cars; plums and prunes, 431 « cars; string beans, 25 
cars; sweet potatoes, 667 cars; tomatoes, 338 cars; watermelons 572 
cars; potatoes, 3,946 cars. 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities, 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 

Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 
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The Chain of Tidewater Terminals 


Allied Inland 


Warehouses 





NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 

Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 

No long trucking—No piling—Maxi- 

mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 


nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods 





NORFOLK 
NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 
Norfolk, Va. 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space — Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 
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your freight to be delivered to these spiendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? A 

Write or telephone the company nearest to you and our rates and arrangements will be promptly | 

| 


ae 
S h ip P ers: The above means great money saving to you. Read carefully — then direct 
oa 
ay) 


furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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THE SOO LINE’S GREAT 


Freight Terminal 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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To avoid delay, shipments for Can- 
adian destinations must be accompan- 
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ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 788 Railway Ex. Bldg. 
Buffalo, N. Y., 409-410 Iroquois Los Angeles, Cal., 580 Van Nuys Bldg. 
Bldg. Memphis, Tenn., Porter B 
Chicago, Ill., 707 Standard Trust Milwaukee, Wis., 68 East Wisconsin Ave. 
Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. and 
ee gd Ave. 


a 


te 


Stuart Bldg. 
' 1006 Old Nat'l Bank Bldg. 
nn, 820 uperior S Tacoma, Wash. 1118 Pacific Ave. 
414 Lindquist Bldg. iladelphia, Pa., Cross Waukesha, Wis. 
Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Winnipeg, Man. 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 








3-28-27 













Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 

















- BEST TRANSPORTATION SERVICE AVAILABLE 

0 3 

: GOOD TRANSPORTATION is a most important feature in merchandising. 
° No railroad is better situated to render the highest type of transportation 
2 3 service than the Chicago South Shore and South Bend Railroad. 

The South Shore Line offers a new avenue of traffic from west to east and from 


east to west. 


é Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 

: Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - - - Goff Junction, Gary, Ind. 
¥ I. H. B. - - - : . East Chicago, Ind. 
5 B.&0.C.T. - . - - Hammond, Ind. 
< Illinois Central - : - Kensington, Ill. 
iB Pullman R. R. - - - - Kensington, II. 
Belt R. R. of — - . through Pullman R. R. 
CRLIL&P. - - - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


> CHICAGO OFFICE ca LINE AGENCIES 


rk e9 
Room = 79 oe ——— Street SOUTH BEND OFFICE £. va ~~ poner $ ¥.. 528 ene Ante Eh 
ange 301 North Michigan Street Wm. EL 
F. W. Shappert, Ass’t to the Vice-Pres. Telephone Lincoln 5764 Deneit Mice, F ee teat Empire ease 6640 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent tsa Irber, G. A., 316 Corn Exchange Bidg., 


. Minneapelis, Minn., Telephone Geneva 1063 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative RM 2 @ enn ngelntaaae 


W. R. Jones, Commercial Agt. Kansas City, Me., Telephone Victor 0877 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 









geptember 















606 THE TRAFFIC WORLD Vol. XL, No, } 
SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BaAg 


orabarrel 
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Which use .v2 


Ch 


— and why ¢ |) = 


OUR answer, to be complete, must cover thoroughly 
all these vital factors — cost of container, filling and 
closing, freight, storage space and durability. 


WHY 
Crushed Quicklime Shippers 
Are Changing to Bags 
















































































Saving in Cost 
Cost of 1 Lime Barrel (average) . . - 60c 


Cost of 2 Bemis Special Lime Bags (equiva- 
lent of 1 Barrel—average) . ... . 


Saving “ee @ 24c—40% 
Tare Weight Saving 


Weight of 1 Lime Barrel (approx.) .. 16 lbs. 
Weight of 2 Bemis Lime Bags (approx.) 3 Ibs. 





Saving . 


Freight Saving 
From Chicago to Omaha, as an example 


1 Minimum Carload in Barrels . . $111.00 
1 Minimum Carload in Bags . .. 102.00 


Saving . . $ 9.00—8 to 9% 


Saving in Storage Space 
250 Empty Lime Bags occupy less space than one empty 


barrel. 
Labor Saving 


Bags are easily tied by one man. The cost is insignifi- 


Bag Factories 


ST. LOUIS 


SEATTLE 
gma WINNIPEG 

NEW ORLEANS HOUSTON 

SAN FRANCISCO BROOKLYN 
INDIANAPOLIS BUFFALO“ 
MEMPHIS WICHITA : 
KANSAS CITY WARE SHOALS,S.C. 
Cotton Mills Bleachery 

ST. LOUIS INDIANAPOLIS 
INDIANAPOLIS Paper Mill 


BEMIS, TENN. PEORIA 








COTTON - BURLAP 





cant compared with fitting and nailing a barrel head. 


Test your present shipping containers on these points} 
and then apply the same measurements to bags. Perf 
haps you will find, as did the shippers of Quicklime, 
that a big saving in shipping cost is in store for you} 


At least you will have the satisfaction of really knowing 
—and there will be no cost or obligation. We are con- 
tinually maintaining a technical staff to help shippers 





select the most economical containers for their good¢ 


BEMIS BRO. BAG CO. Address: General Sales Offices, ST. Louts, U.S.A. 
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Offers a 
Highly Developed 
Freight Service 

between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 





. ment of shipments. -_ heres tne agar Fp Lag —_— 
Canadian Pacific Railway............ Pennsylvania........... 
‘oughly Canadian National Railways ......... via Rouses Point, N.Y. Lehigh Valley.......... via Wilkes-Barre, Pa. 
ine ae Quebec, Montreal & Southern ....... Central R. Ro of N. J. 
§ an Boston & Maine.................-. via Mechanicville, N.Y. Erie .............005- via Binchamton, N. Y, 
Boston & Albany .................. via Albany, N. Y. Lackawanna............ oe 
Lehigh Valley .......... via Owego, N. Y. 


And Their Connections 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 













DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone a 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk ae A. W. Ackley, — Freight Agent, 
H Buildin 191 Main Stree 
Cc. F. Beck, Gene oa Eastern Freight Agent, es a Da Peteshene Rittenhouse 1271 
& H Building Ww Chase, General Southern Freight Agent, 


ATLANTA, GA. og ye Walnut 5464 





‘ lies-t6 Finance Building, 








Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
oo MA SS.—Telephone Liberty 4106-4107 
F. H. eeler, New England Freight — 
> A er» ad of Commerce - ee 
BUFFALO, N. Y.—Telephone Seneca 853 



























2 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
Cc. H. Clark, General Agent, Freight Dept., 
1101-02 Webster — 


327 th LaSalle 
a? QUE.—Telephone Uptown 7 
James Fitzsimons, General nadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


m3 
2 
<; 


Max — 
Jas. i Flanders, Jr., Asst. Gen. 


L. F. Perry, a" te General 


Cones 2 ae Man 
ROUTE OF ee 


Agent, Freight Department, 


West J. B.S 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 


1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Grant 5516 
. W. Haas, General Agent, Freight Department, 
513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Buildin 
hen tay a N. ty ent 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Garfield 1651 
tewart, General Agent, Freight Department, 
1021-1022 Pierce Building 
TROY, Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. is 
. Hiller, Asst. Gen. Freight Agent, Albany, 
. Beckstedt, Asst. Gen. Freight Agent, a: XN. » a 


Freight Agent, Albany, N. Y. 


Nyland, Coal Freight Agent, Albany, N. Y. 
CE Rolfe, Assistant General Traffic Manager, Albany, N. Y. 


Traffic Manager, oe N. Y¥. 
. T. LOREE, 
Vien Svutiont and General Manager 
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SOUTHERN PACIFIC LINES 
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® ® N 1920 began a new era for the fig industry principal varieties, the Calimyrna being best for wr ¥ 
when the California Peach and Fig growers drying and the Kadota for canning. All these gol 
‘ decided to undertake the marketing of figs. varieties are dried extensively and shipped in ® @® rail 
=. * A successful campaign to sign up fig acreage fancy holiday packages to all parts of the United w 7) 
rs z and secure contracts for crops was carried on States. Q- of a fi 
a. and, as a result, the largest fig acreages in the Situated in the counties from Merced to Kern, 5 pi 
oe 3 world are today in Fresno county. inclusive, is 85 per cent of the state’s fig bearing sc Se 
t Za The fig varieties grown in Fresno county are acreage. In 1926 this area produced about 8,500 a2 3” bu: 
53 at] the Mission, Calimyrna, Kadota and Adriatic. tons of dried figs, 4,000 tons canned and 1,000 = ow ica 
ae 5° Of these the Calimyrna and Kadota are the tons of fresh figs.  e 
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